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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization 3 industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





GOVERNMENT OWNERSHIP 


66 DDLY enough,” says Senator Wheeler, in a re- 
cent magazine article, “there appears in the 
press and in trade papers a constant and steady stream 
of articles, news items, and accounts of speeches criti- 
cizing government ownership of railways, while, at the 
same time, there is a complete lack of any formidable 
agitation for such a plan. Perhaps this can be explained 
by the fact that railroad managements realize that we 
are closer to government acquisition than we have been 
for many years.” 
Exactly, Senator. Not only the railroads but other 
close observers and students of transportation condi- 
tions realize it. And why? Well, though Senator 
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Wheeler says there is no formidable agitation for gov- 
ernment ownership, he himself introduced in the last 
Congress a bill to bring it about. And there are many 
other indications of a respectable (respectable in size, 
we mean) school of thought favoring such policy. For 
instance, most of the railway unions are for it; Joseph 
B. Eastman, a member of the Interstate Commerce 
Commission and former Federal Coordinator of Trans- 
portation, favors it. So, though it is true that there is 
not what might be called active agitation for it, the 
existence of the cult is one of the reasons for the fear 
that government ownership is imminent. 

Another reason is that practically everything that 
is done by men of the Wheeler stamp with respect to 
transportation legislation and policy makes it harder 
for the railroads to thrive and, as that difficulty in- 
creases, the greater grows the danger that some radical 
change of policy—probably government ownership— 
will be adopted as the remedy. We have never mini- 
mized, but rather emphasized, the responsibility of the 
railroads to do something for themselves, but there are 
plenty of things being done to them for which they are 
not responsible that contribute to their distress. It ill 
becomes railroad baiters like Senator Wheeler to com- 
ment on the difficulties in which the railroads find 
themselves and government ownership as the cure. 
They can find a much simpler and more acceptable 
way out if they will stop their demagogic tactics and 
try sound and fair business principles. Senator 
Wheeler is of the school that would willfully break a 
horse’s leg and then mournfully decide that there was 
nothing to do but shoot him. 


DELAYED PROCEDURE 


E have spoken many times of the cumbersome 

and slow procedure of the Interstate Commerce 
Commission in dealing with cases before it and have 
mentioned its passion for suspension proceedings as 
one of the causes contributing to the situation. This 
week we have an outstanding illustration in that the 
Commission has suspended for seven months the Chi- 
cago Great Western-Union Stock Yards tariff. The 
issues in this case may be important and complex and 
we are not attempting to decide them or even to indi- 
cate any feeling as to who is right and who is wrong, 
even in principle. But we do say that either the tariff 
COMMERCE LIBRARY 
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is proper and legal or it is not and there is no sound 
reason for postponing a decision for seven months or 
any other long period. The tariff should be allowed to 
go into effect or it should not. How much more will the 
Commission or anybody else know about it seven 
months hence than could be learned in a week or two? 
But the law permits suspension for seven months and 
custom, more or less, sanctions it; what is the use of 
having a law if it isn’t used? 


EASTMAN’S UNFINISHED WORK 


HE railroads, we think, have been more than lib- 

eral in agreeing to turn over to Joseph B. Eastman, 
former Federal Coordinator of Transportation, an 
amount equal to the balance of the fund in his hands 
when his term ended and the office was abolished June 
16, the Comptroller General having ruled that that 
balance, under the law, must be returned to the rail- 
roads that contributed it. It was our own suggestion, 
made in this column July 25, that the railroads make 
this kind of voluntary contribution for the completion 
of that part of the work that might be of value to them 
—principally the report with respect to transportation 
subsidies—but they seem to have gone much farther 
and agreed to give Mr. Eastman the whole twenty 
thousand dollars remaining in the fund, part of which, 
it will be remembered, was needed not only in complet- 
ing other reports in which the railroads may not be 
particularly interested, but in paying expenses of the 
office incidental to ending its functions. They, it seems 
to us, should have no concern about any expense other 
than that which may be of value to themselves. The 
amount is comparatively small, to be sure, especially in 
these days, but we do not see why the railroads should 
be expected or willing to expend a single penny in this 
respect except for their own benefit. They are not so 
well off as to be able to spend twenty thousand dollars 
or any part of it merely to be good fellows. 


ARTICLES ON RAILROAD TRAFFIC 


N the November 7 number of THE TRAFFIC WORLD, 
immediately following completion of the present 
series of thirty-six articles by G. Lloyd Wilson on in- 
dustrial traffic management, we shall begin publication 
of a new series of nineteen articles by the same author 
on “railroad organization, operation, and traffic,’ to 
be finished within six months. While these articles will 
be interesting to all concerned in transportation, they 
are designed especially for the information and guid- 
ance of students and the younger men in the business. 
G. Lloyd Wilson is, as our readers know, professor 

of commerce and transportation at the University of 
Pennsylvania and chairman of the committee on edu- 
cation and research of the Associated Traffic Clubs of 
America. In the latter capacity, as well as through 
his university assignment and his articles in THE 
TRAFFIC WORLD, he is doing a valuable work with young 
men in and intending to enter the transportation busi- 
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ness, either on the carrier or the industrial side. As 
chairman of the traffic club association committee he 
has, at various times, outlined courses of reading and 
study for the study and educational groups in the clubs, 
but these have been, for the most part, especially de- 
signed for use by those on the industrial and commer- 
cial side. That was true, for instance, with respect to 
the series of articles now running in THE TRAFFIC 
WORLD on industrial traffic management, which subject 
was also used by him for a traffic club study course. It 
was suggested in the association—and the suggestion 
was warmly welcomed—that he and his committee, as 
well as THE TRAFFIC WORLD, ought to be giving thought 
also to the needs and desires of those on the carrier 
side of the business. The result was a study and read- 
ing course for traffic clubs. This outline was distributed 
among the clubs and was published in THE TRAFFIC 
WorLpD, August 8, 1936. It consisted of sixteen topics, 
which are now to be developed and expanded in nine- 
teen articles in this magazine. 

The series will be an effort to present, in a rela- 
tively short series of brief articles, a connected study 
of the outstanding features of the way in which rail- 
roads in the United States are organized for business, 
the extent of the American railroad system, and the 
economic principles associated with railroad transpor- 
tation. 

The first article will deal with railroad transporta- 
tion in the United States and will be a sketch of the 
nature and results of development to date rather than 
a historical treatment of railroad development. 


The second, “Economic Principles of Railroad 
Transportation,” discusses the economic laws that have 
bearing on railroad transportation and affect the 
nature of railroad services and rates. 

“Railroad Corporate Organizations,” the third 
article, portrays the principal types of railroad cor- 
porate organizations and the duties of the most im- 
portant railroad departments. 

“Railroad Traffic Departments,” the fourth of the 
series, presents the most important duties and proce- 
dure of railroad traffic organizations. 

Following this article, the fifth of the series out- 
lines the functions of railroad operating departments 
and the departments whose work is most nearly re- 
lated to operation. 

The next article, ‘“The Permanent Way and Struc- 
tures,” discusses railroad track and structures from 
the point of view of their importance to the perform- 
ance of transportation services. 

The seventh article deals with the present eco- 
nomic and legal problems connected with the construc- 
tion, extension, and abandonment of railroad lines. 

Article No. 8 deals with railroad rolling stock and 
equipment and its management. 

Article No. 9 relates to the operation of railroad 
freight line-haul services, while No. 10 deals with ter- 
minal operation and its problems. 
(Continued on page 510) 
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Current Topics in 
Washington 





The world war is so far back in 
history that there is an adult genera- 
tion that knows nothing of it other than 
from its reading. Yet the Jones rule 
for the making of rates by combination, 
adopted in 1918, and taking the name of 
the tariff publishing agent, it might be observed, is still among 
us. 

That part of Deuteronomy 5:8 which says, “For I the Lord 
thy God am a jealous God, visiting the iniquity of the fathers 
upon the children unto the third and fourth generation of 
them that hate me,” probably did not say it with a view to its 
application to so relatively harmless a thing as a freight tariff 
rule. Yet, periodically, either the Commission or a court has 
to handle a case that grows out of the use or attempted use 
of that rule, also known as the Kelly rule. 

The Circuit Court of Appeals for the second circuit is the 
most recent handler of a Jones rule case, Hygrade Food 
Products Corporation vs. Chicago, Milwaukee, St. Paul and 
Pacific. It disagreed with the Commission’s disposition of a 
controversy treated by the regulating body in Sligo Iron Store 
Company vs. Western Maryland, 62 I. C. C. 643, affirmed, Octo- 
ber 10, 1922, 73 I. C. C. 551. 

“What was decided in the Sligo case,” said the court, 
“was that the publication in the tariff of one of the participat- 
ing carriers of its concurrence in the Jones rule ‘was a holding 
out of a manner of making combination rates on through ship- 
ments, which that carrier must protect.’ But the Sligo decision 
is rather an announcement of a principle of the law of estoppel 
than an interpretation of a railroad tariff, and with the rule 
of law it announces we must respectfully disagree.” 


Evidence of the 
Rate Sins of the 
Fathers Still Here 





As a threat to blow the cotton 
picker into mincemeat with “social 
dynamite,” the American Cotton Co- 
operative Association, by test of cot- 
ton from the same area, according to 
a report from New Orleans, has found 
the mechanical cotton picker, at this stage of its development, 
to be not nearly so dangerous-as implied by the words “social 
dynamite.” It appears that the machine-picked cotton turns 
out three full grades below hand-picked cotton. J 

The test is asserted to have shown that machine-picked 
cotton is at a disadvantage with hand-picked cotton of $6.50 a 
bale. The cost of machine-picked cotton, for the picking and 
related items of expense or degradation, is said to be $21.50 a 
bale, while the cost on the bale of hand-picked cotton is $15. 
The costs of hand-picking, referred to in this column September 
12, related only to the picking of a bale of cotton containing 
seed. 

In connection with the hullabaloo about the cotton picker 
it is pointed out that cotton picking is an incidental work on 
the land performed by the women and children, to a large 
extent, when there is nothing else to do. The cotton share 
cropper, it is suggested, places no more dependence on cotton 
picking for a living than the wife of a northern farmer places 
on her chickens. It is asserted that only about 10 per cent 
of the cotton crop is picked by hired labor. : : 

One potential advantage is attributed to the machine picker 
—that of enabling the United States to turn out an enormous 
crop of relatively low grade cotton—that is, low grade by 
reason of the weeds and cotton leaves picked with the cotton— 
and sell it at prices below those in other parts of the world 
before the latter equip themselves with machine pickers. By 
that method, it has been suggested, the United States could 
regain its markets, alleged to have been lost in the experiments 
with plowing under crops. 


Machine Has Not 
Yet Crucified the 
Lowly Cotton Picker 





The “cock-eyed,” ‘“whopper-jawed” 
rate situation that resulted from the 
order of the federal court at Chicago 
holding up, as to particular shippers and 
specified railroads, the refrigeration 
charges ordained by the Commission in 
No. 20769, charges for protective service to perishable freight, 
has suggested to some of those concerned that there “ought to 


At Least One 
Addition to Rate 
Statutes Needed 
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be a law” making such a situation impossible (see Traffic 
World, September 12, p. 478). 

The additional statute should provide for the making of 
parties to any case assailing an order of the Commission all 
those who were parties to the proceeding before the Com- 
mission.. That, it might be suggested, would not be difficult. 
The section of the statute providing for the hearing of such a 
case by a three-judge court could be amended by adding a 
provision to it requiring that the Commission, in a proceeding 
to test the validity of an order should be not only a party to 
the case but also the agent for the service of summons making 
all parties before it parties in the court case. 

At this time it is impossible to say, with a feeling of 
accuracy, that any one is or was responsible for the creation 
of that condition that caused every one connected with the 
rate part of the Commission’s work, railroads not parties to 
the Chicago litigation, shippers, and the commissioners in 
Washington at the time, to be in a perturbed state for the 
greater part of two days. The suit was brought by shippers 
who believed the Commission’s order was unlawful agaisnt the 
carriers that served them. They were under no obligation to 
notify other shippers that they were contemplating a suit. 
They were in no position to attack railroads not serving them. 
The judges, in making their order suspending the tariff, under 
the law, could not make it run against any one not a party to 
the litigation. 

The result was that some shippers, by reason of that 
order, never were under any obligation to pay the charges 
in the Dearborn tariff, effective September 10. Others were 
required to pay the higher charges from September 10 to 
the day Dearborn was able to make operative a schedule 
restoring the old charges. 

So far as could be recalled, this was the first time specified 
shippers moved their goods on rates held in effect by court 
decree on specified railroads while other shippers paid higher 
rates. The intent of the Commission in the case mentioned 
was to establish rates for all affected railroads and all shippers 
using those railroads. Broadly speaking, the rates were to 
have had nationwide application. It might be assumed that 
the court had no desire to create discriminations. It was 
bound by the law. The latter was defective in the sense that 
it had made no provision against inequality resulting from 
litigation the effect of which, necessarily, was limited to the 
parties to it, regardless of the effect on those who had not 
asked to be made parties to it. The law allows interventions, 
if those interested take appropriate steps. Of course, every- 
body is supposed to know the law. It is a hundred to one bet 
that few of the shippers not parties to the litigation knew that. 
unless they intervened, they might be hurt by the decree of 
the court. 

Because it is a fact that many people do not know when 
the law is about to give them a bump, the suggestion is made 
that there should be a statute under which, when an order of 
the Commission was assailed, the court would have power, 
through service on the Commission, to make all those who 
were parties in the proceeding before the Commission, parties 
to the case in court. 

A suggestion that the Commission could have avoided the 
discriminations by suspending the Dearborn tariff does not 
look good to those interested. It does not look good for the 
reason that. had the Commission done that, the court would 
not have had anything te act on. It had prescribed the charges 
and, unless it adhered to them by refusing to suspend, there 
never could have been a test of their legality. 


Some railroads, it is understood, did not try to collect the 
higher charges in the time the Commission-made charges were 
in effect from and after September 10. Undercharges, there- 
fore, are outstanding. Unless the ‘carriers receive permission 
to waive their collection—-which the Commission, it is believed 
could give, on application—they will have to be paid. That 
question, it is believed, will not become “hot” until after the 
courts have finally disposed of the litigation. That may be 
many months, if not years. in the future. Those who paid 
the higher charges, it might be suggested. had better keep 
their papers on that subject in a suspense file. 





On the theory that a newspaper 
published in Oklahoma was engaged 
in interstate commerce either 
through its circulation outside of 
Oklahoma or through the obtaining 
of contracts from national adver- 
tisers, the Federal Trade Commission has issued a cease and 
desist order against the company publishing the Blackwell 
Daily Journal requiring it to quit unfair competitive methods 
in a fight with the Blackwell Tribune. The practices, accord- 
ing to an announcement by the trade body, are: Circulation 


New Deal Commerce 
Clause Theory Applied 
to Newspapers 
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of false, disparaging statements concerning the financial condi- 
tion and responsibility of its competitor or competitors; offer- 
ing to newspaper subscribers of its competitor or competitors 
subscriptions to its own newspaper without cost; and quoting 
or charging advertising rates below the cost to the publisher 
of the advertisements as set up and published. 

The new deal theory has been, as to the coal industry, 
that, because its product crosses state lines, it can be regulated 
under the commerce clause. That was the theory of the gov- 
ernment in the Schechter chicken case that caused the Supreme 
Court unanimously to hold invalid the national industrial 
recovery act, under which the NRA was set up. 

Opponents of the new deal theory have contended that, 
under that idea, the national government could take charge 
of every business in the United States and there would not 
then be left anything under the authority of state governments. 

At first blush, it seemed to those who gaped when they 
heard of the trade body’s decision that the situation with 
which it assumed to deal was covered by the laws of Oklahoma 
and that there was no need for federal intervention even if 
there were legal foundation for such intervention. And all 
that was without thinking about the constitutional protection of 
the freedom of the press. That liberty is not curbed except by 
the law relating to libel and such other offenses it is admitted 
that newspapers have commited and for which violations 
they have been punished, without resort to anything even re- 
motely resembling a theory smacking of censorship.—A. E. H. 


ARTICLES ON RAILROAD TRAFFIC 
(Continued from page 508) 

The next article, “Railroad Freight Station Opera- 
tion,” covers the services performed and the procedure 
used in railroad freight offices. 

No. 12 pertains to the work of the accounting 
department and to the regulation of railroad accounts 
by the Commission. 

Article No. 13, “Solicitation and Traffic Develop- 
ment,” discusses the aims and technique of selling 
transportation services. 

The next two articles deal with the special and 
terminal services offered by American railroads and 
their importance to the production, distribution, and 
consumption of goods. 

Article No. 16 discusses the passenger services of 
railroads and the types of passenger fares. 

Article No. 17 discusses the principles involved in 
the construction of railroad freight rates and the prin- 
cipal types of railroad rate structures. 

Article No. 18 outlines the organization of railroad 
traffic associations, their purposes and legal status, and 
the procedure used in rate-making for railroads by 
groups. 

The concluding article discusses the present rela- 
tionship between the railroads and the shippers they 
serve and passengers they transport, and with the gen- 
eral public. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 12 
totaled 699,859 cars—64,821, or 8.5 per cent, under the pre- 
ceding week, 73 above the corresponding week last year, and 
52,374, or 8.1 per cent, above the corresponding 1934 week. 
The week ended September 12 included the Labor Day holiday 
but the corresponding periods of last year and 1934 did not. 
Miscellaneous loading totaled 291,667; Merchandise 148,910; 
coal, 121,195; grain and products, 27,718; live stock, 17,704; 
forest products, 31,879; ore, 51,779; coke, 9,007. 


Railroads the week ended September 5 loaded 764,680 
cars of revenue freight, according to the Association of Amer- 
ican Railroads. 


This was 10,938 cars, or 1.5 per cent, above the preceding 
week, 172,739, or 29.2 per cent, above the corresponding week 
last year, and 200,797, or 35.6 per cent, above the correspond- 
ing week in 1934. The 1935 and 1934 weeks included Labor 
Day while the week ended September 5 this year did not. 

All districts reported increases, compared with the cor- 
responding weeks in 1935 and 1934. Loading of revenue freight 
in 1936 compared with the two previous years follow: 


1936 1935 1934 

2 WES TR DOIED noc in ccencceces 2.353,111 2,169,146 2,183,081 
BD Wears 8h PORE 2 occ ccccccscse 3,135,118 2,927,453 2,920,192 
Se Ee ED noe concede cccksnws 2,418,985 2,408,319 2,461,895 
eee ee ee 2,544,843 2,302,101 2,340,460 
NS re rrr 3,351,801 2,887,975 3,026,021 
ee eee 2,787,012 2,465,735 2,504,974 
PS ee 2,825,547 2,224,872 2,351,015 
DD WP ITE nov cscisecc cn onccve'es 3,701,056 3,098,001 3,072,864 
Co ek eer reer 764,680 591,941 563,883 

BD. Sess dcwd vase a kaekoeneweane 23,882,153 21,075,543 21,424,385 


Revenue freight loading by districts the week ended Sep- 
tember 5 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6,344 and 5,588; live 
stock, 1,332 and 1,186; coal, 25,514 and 20,484; coke, 2,244 and 1,269: 
forest products, 1,557 and 1,540; ore, 5,509 and 3,053; merchandise, 
L. C. L., 44,702 and 35,876; miscellaneous, 68,266 and 46,828; total, 
1936, 155,468; 1935, 115,824; 1934, 114,047. 

Allegheny district: Grain and grain products, 3,282 and 2,565: 
live stock, 1,044 and 1,090; coal, 30,572 and 24,683; coke, 4,553 and 
2,484; forest products, 1,468 and 786; ore, 12,061 and 5,323; merchan- 
dise, L. C. L., 30,653 and 26,130; miscellaneous, 71,676 and 44,323; 
total, 1936, 155,309; 1935, 107,384; 1934, 101,040. 

Pocahontas district: Grain and grain products, 235 and 235: live 
stock, 217 and 298; coal, 38,150 and 31,616; coke, 545 and 577; forest 
products, 708 and 475; ore, 167 and 193; merchandise, L. C. L., 5,890 
and 4,690; miscellaneous, 7,448 and 5,205; total, 1936, 53,360; 1935, 
43,289; 1934, 37,696. 

Southern district: Grain and grain products, 1,921 and 2,007: 
live stock, 808 and 1,175; coal, 17,244 and 15,820; coke, 446 and 267: 
forest products, 10,178 and 6,995; ore, 725 and 368; merchandise, L. 
C. L., 30,455 and 24,831; miscellaneous, 43,057 and 34,187; total, 1936, 
104,834; 1935, 85,650; 1934, 77,319. 

Northwestern district: Grain and grain products, 8,311 and 14,512; 
live stock, 5,420 and 3,661; coal, 5,804 and 6,218; coke, 1,720 and 1,097; 
forest products, 9,183 and 8,085; ore, 33,787 and 20,567; merchandise, 
L. C. L., 20,766 and 16,690; miscellaneous, 37,112 and 28,788; total, 
1936, 122,103; 1935, 99,618; 1934, 88,059. 

Central Western district: Grain and grain products, 8,672 and 
8,277; live stock, 6,139 and 5,816; coal, 8,927 and 8,398; coke, 210 and 
141; forest products, 6,586 and 5,387; ore, 3,565 and 2,142; merchandise, 
L. C. L., 26,232 and 20,819; miscellaneous, 52,637 and 41,557; total, 
1936, 112,968; 1935, 92,537; 1934, 93,236. 

Southwestern district: Grain and grain products, 3,914 and 3,465; 
live stock, 1,992 and 1,869; coal, 3,956 and 3,427; coke, 78 and 112; 
forest products, 4,664 and 3,609; ore, 284 and 194; merchandise, L. 
C. L., 13,172 and 10,936; miscellaneous, 32,578 and 24,027; total, 1936, 
60,638; 1935, 47,639; 1934, 52,486. 


Revenue Freight Car Loading—Week Ending Saturday, Sept. 5 


Grain and Live 
grain prod. stock Coal 
{ 1936 32,679 16,952 130,167 
ee Mees. s', . ivainsdane ee 1935 36,649 15,095 110,646 
1934 31,933 35,850 101,089 
Preceding week August 29 ....... 1936 36,556 15,819 132,157 
Per cent increase over ........... 1935 12.3 17.6 
Per cent decrease under ......... 1935 10.8 
Per cent increase Ove. ........... 1934 2.3 28.8 
Per cent decrease under ......... 1934 52.7 
1936 1,286,416 457,141 4,513,575 
Cumulative 36 weeks to Sept. 5 J 1935 1,041,314 438,461 4,117,400 
1934 1,180,038 690,883 4,169,447 
Per cent increase over ........... 1935 23.5 4.3 9.6 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 9.0 8.3 
Per cent decrease under ......... 1934 33.8 


Per cent to 15 year average 90.2. 


*Labor Day in previous year’s week not in this week. 


Forest Mdse, 

Coke products Ore L.C.L. Miscellaneous Total 
9,796 34,344 56,098 171,870 312,774 764,680 
5,947 26,877 31,840 139,972 224,915 591,941 
5,127 19,529 23,160 141,212 205,983 563,883 
8,936 36,134 55,790 166,892 301,458 753,742 

64.7 27.8 76.2 22.8 39.1 29.2 
91.1 75.9 142.2 $1.7 51.8 35.6 
307,916 1,128,023 1,038,711 5,636,751 9,513,620 23,882,153 
220,219 919,442 693,807 5,548,729 8,096,171 21,075,543 
245,216 813,830 611,913 5,739,941 7,973,117 21,424,385 
39.8 22.7 49.7 1.6 17.5 13.3 
25.6 38.6 69.7 19.3 11.5 
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_ Decisions of Interstate Commerce Commission 





PETROLEUM TO NEVADA AND UTAH 


HE Commission, by division 2, in No. 26916, Standard Oil 

Company of California vs. Los Angeles & Salt Lake et al.; 
No. 26977, Shell Oil Co. vs. Same; and No. 27101, Texas Com- 
pany vs. Same, has found unreasonable the rates on refined 
petroleum products, from Los Angeles, Calif., and points 
grouped therewith to points on the Los Angeles & Salt Lake 
in Utah and Nevada, and ordered the establishment of new 
rates not later than December 10. It has found rates on re- 
fined products from the Los Angeles group to destinations in 
Utah on the Denver & Rio Grande Western prior to February 
2, 1934, not shown to have been unreasonable. 

Rates from the Los Angeles group to destinations on the 
Salt Lake in Utah and Nevada east of and not including Las 
Vegas, Nev., and to but not including Salt Lake City, Utah, 
and to Richfield, Utah, on the Marysvale branch of the Denver 
& Rio Grande Western and to Price, Utah, on the main line 
were alleged to be unreasonable. It was further alleged in No. 
26977 that the rates on the like commodities from East Long 
Beach, Rioco, St. Helens Spur and Watson, to Ephraim, Rich- 
field, and Marysvale, Utah, on the Rio Grande, were unreason- 
able and unduly prejudicial to ccruplainant and unduly prefer- 
ential of its competitors at Salt Lake City. No evidence was 
introduced, said the Commission, relative to the rates to Price 
and that therefore no finding had been made. 

The rates assailed prior to July 10, 1935, to destinations on 
the Salt Lake, the Commission found, were unreasonable to the 
extent that they exceeded the rates established on that date. 
Assailed rates to destinations on the Marysvale branch on the 
Rio Grande on and after February 2, 1934, were found unrea- 
sonable in the past and for the future to the extent they ex- 
ceeded or might exceed rates based on the distance from Los 
Angeles and the distance scale set forth in appendix B to 
Mountain-Pacific Oil Cases, 192 I. C. C. 599, applied in the man- 
ner therein prescribed, plus 3 cents. The establishment of the 
rates prescribed, the Commission said, would remove the al- 
leged undue prejudice. Complainants, it added, were not shown 
to have been damaged by any undue prejudice to which they 
might have been subjected. 

A further finding is that the assailed rates prior to Febru- 
ary 2, 1934, to destinations on the Marysvale branch of the 
Rio Grande have not been shown to have been unreasonable. 
Reparation was awarded to complainants and interveners. 


COMMISSION REPORTS 


Preserved Meats 


Fourth section application No. 16172, cured meats to Vir- 
ginia and North Carolina, opinion No. 21264, 216 I. C. C. 473-76. 
Corrected report. By division 2. Parties to Pope’s I. C. C. 
1822, authorized in fourth section order No. 12376, to establish 
a rate, cured or preserved meats, less carload, from Baltimore, 
Md., over water-and-rail routes to points in Virginia and North 
Carolina, the lowest that may be constructed on the rate basis 
of 16.5 cents to Norfolk, Va., plus the seventh class rate be- 
yond, without observing the long and short haul part of section 
4. The relief is subject to the proviso that the rates to higher 
rated intermediate points shall not exceed the rates constructed 
on the same basis as the rates to the more distant competitive 
points. The relief as originally granted was subject to the 
proviso that the rates to the higher rated intermediate points 
“in Virginia and North Carolina” should not exceed the rates 
constructed on the same basis as the rates to the more distant 
competitive points. In the corrected report the limitation “in 
Virginia and North Carolina” has been eliminated. The orig- 
inal report was digested in the Traffic World, June 27, p. 1233. 


Crushed Stone 


No. 27312, Colonna & Co., Inc., vs. Pennsylvania et al. By 
division 2. Charges, carload, crushed stone, Phillipsburg, N. J., 
to Miami, Fla., unreasonable to the extent they exceeded those 
which would have accrued on a rate of 36 cents and a minimum 
of 54,000 pounds, plus one cent emergency charge. Shipment 
was made in August, 1935. Reparation of $133.20, with interest, 
awarded. 

Fertilizer 


No. 27293, Bellefonte Central Railroad Co. et al. vs. Balti- 
more & Ohio et al. By division 2. Dismissed. Rates, fertilizer, 


Baltimore, Md., to State College and Fillmore, Pa., not shown 
to have been unreasonable. Shipments were made in April, 
1934. A rate of 22.5 cents was charged. After the shipments 
were made the Pennsylvania reduced the rate to 17.5 cents to 
meet truck competition. It was later increased to 18 cents in 
ot an with the findings in the Eastern Fertilizer case, 198 
I. C. C. 483. 


Coal 


Fourth section application No. 16309, coal from Southern 
Railway mines to Ohio. By division 2. Cincinnati, New Or- 
leans & Texas Pacific and others authorized in fourth section 
order No. 12495 to maintain rates, coal, mines in Kentucky and 
Tennessee to various destinations in Ohio, without observing 
the long-and-short-haul part of section 4. The relief sought 
was similar to that granted in coal to Ohio, 210 I. C. C. 579, 
to enable the applicants to meet competition over other routes. 


Sugar 


Fourth section application No. 16091, sugar from Texas 
points. By division 2. Parties to Peel’s I. C. C. No. 2754, 
except southwestern lines on and east of the line of the Mis- 
souri Pacific from Texarkana to St. Louis, authorized to estab- 
lish and maintain rates, sugar, beet or cane, carloads, Galves- 
ton, Houston, Sugarland, and Texas City, Tex., to points in 
western trunk line and Illinois territories, southeast Missouri, 
and to Mississippi River crossings without observing the long- 
and-short-haul part of section 4. The carriers are authorized 
to establish the lowest rates contemporaneously in effect on 
like traffic over any line or route from and to the same points, 
but not lower than the present rates. The relief is subject to 
the provision that the rates to higher rated intermediate points 
shall not exceed rates constructed on the basis of the column 
30 rates prescribed in the Consolidated Southwestern Cases, 
123 I. C. C. 203, and supplemental reports; shall not exceed 
the lowest combination and shall be subject to the 334% and 
90 per cent circuity limitations. 


Sand 


No. 22109, rates sand, gravel, crushed stone, etc., within 
the state of South Carolina. By the Commission. Seventh sup- 
plemental report. On petition of the Atlantic Coast Line, find- 
ings and orders in prior reports, 177 I. C. C. 123 and 197 I. C. C. 
215, further modified so as to exempt from the provisions thereof 
the intrastate movement, sand, carloads, Pon Pon, S. C., to 
Charleston, S. C. The modification was made so as to permit 
the Atlantic Coast Line to establish a rate of 50 cents a net 
ton from Pon Pon to Charleston bearing the expiration date of 
December 31, 1936. The present rate is 70 cents. The new rate 
is designed to keep traffic for the railroads from a barge line 


Glass Bottle Reparation 


No. 23792, Root Glass Co. vs. Evansville, Indianapolis & 
Terre Haute et al. By division 3. On further hearing, manner 
in which distances shall be computed for determining circuity 
limitations and for reparation on glass bottles under findings in 
the prior report, 178 I. C. C. 783, indicated as follows: Respect- 
ing routed shipments the Commission found that the circuity 
limitation authorized in the prior report should be determined 
by comparing the distance over the shortest existing route be- 
tween origin and destination over which carload traffic could 
be moved without transfer of lading with the distance computed 
over the route of movement. If the circuity so determined is 
less than 15 per cent, the distance over the shortest existing 
route of which the originating carrier was the initial line should 
be used for reparation purposes. 


Refined Petroleum Products 


No. 27066, Waupun Oil Co. et al. vs. A. & S. et al. By divi- 
sion 2. Report by Commissioner Tate. Dismissed. Rates, refined 
petroleum products, points in the southwest and New Mexico, 
to points in Wisconsin, not unreasonable. 


Battery-Separator Stock 


No. 27143, Port Orford Cedar Products Co. et al. vs. Akron 
& Barberton Belt et al. By division 3. Rates charged, battery- 
separator stock, carloads, Marshfield and Coquille, Ore., to 
destinations in Illinois, Wisconsin, Michigan, Indiana, Ohio, 
Pennsylvania, and New York, found inapplicable. Found that 
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applicable rates were those contemporaneously maintained from 
and to the same points on lumber and articles in the lumber 
list, minimum 44,000 pounds, plus an emergency charge of 2 
cents. Reparation awarded. 


Coal Tar Oil 


No. 27162, Barrett Co. vs. Canadian Pacific et al. By divi- 
sion 3. Rate, crude coal tar oil, tank carloads, Sault Ste. Marie, 
Ont., Can., to Philadelphia, Pa., unreasonable to the extent that 
the factor of 62 cents from Sault Ste. Marie, Mich., to Phila- 
delphia exceeded 42 cents. Reparation of $1,938.08, with inter- 
est, awarded. 


SAND, ETC., TO AND WITHIN CHICAGO 


Proposals to revise the rates on sand, crushed stone, gravel, 
and slag into the Chicago market from zone 1 origin points in 
Illinois, and to reduce the switching rates on those commodities 
within the Chicago switching district were put in the record 
at a hearing before Examiner J. Edgar Smith at Chicago Sep- 
tember 16. The hearing was in several cases involving the 
products and the destination which had been reopened on 
petition of the railroads serving the switching district. The 
reopened cases include dockets No. 17817 and Sub No. 2, Chi- 
cago Gravel Company et al. vs. A. T. and S. F. et al.; No. 19610, 
switching rates in the Chicago switching district, and No. 
24950, Acme Steel Company et al. vs. A. T. and S. F. et al. 

Testifying for the railroads, E. A. Tharp, assistant general 
freight agent, C. R. I. and P., said that, before the business 
decline, the railroads had a heavy movement of sand, gravel, 
crushed stone, and slag within the district and from zone 1 
origins into the district. That traffic, he added, dwindled almost 
to nothing in the depression years, but, in spite of the fact 
that there was now a considerable volume of the kind of build- 
ing in which those products were used, the railroads were not 
getting back the traffic. Investigations showed, he said, that it 
was now being hauled by truck and by barges on Lake Michigan. 
The increase in water movement, he said, was illustrated by 
the fact that 260,000 tons of sand and gravel moved into Chi- 
cago in 1935 over the lakes, though there was practically no 
movement of that kind in 1927. Lake receipts of stone increased 
from 432,202 in 1932 to 2,259,062 tons in 1925, he said. He 
pointed out that the figures he gave represented only a part of 
the movement. It was difficult, he said, to get accurate figures 
about the boat receipts. 

Some of this traffic could be brought back to the rails, he 
thought, if the Commission were to grant the railroads’ request 
to reduce the rates from zone 1 from 65 cents for a one-line 
haul and 85 cents for a multiple-line haul to 40 and 60 cents, 
respectively. Instead of the switching rates of 3, 3% and 4 
cents a hundred pounds for one, two and three-or-more line 
hauls, he asked that the railroads be permitted to make ton- 
nage rates of 35, 45 and 55 cents. 

In the petitions for reopening, slag was not included 
with the other commodities. It was added at the hearing, on 
motion of railroad counsel, at the suggestion of G. P. Boyle, 
attorney for slag shippers, who pointed out that slag usually 
took the same rate basis as sand, gravel, and crushed stone. 
He said if the petitions were amended to include slag, he would 
support them, but, if slag were omitted, he would appear in 
opposition. It was after his statement that railroad lawyers 
moved to include slag. 

There was some protest from producers in zones 2 and 3. 
They pointed out that the reopened formal cases had been 
based on allegations of discrimination and that a disturbance 
of the relationship of the rates from those origins and those 
from zone 1 would reestablish the unlawful conditions against 
which the original complaints were aimed. 

There was no opposing testimony from contract or com- 
mon carrier truckers. The practice is to haul the highway 
traffic in the involved commodities in trucks owned by the 
producing companies. They were therefore, it was said, indif- 
ferent as to whether the rail rates were or were not reduced, 
except that the reduced rates might give them lower trans- 
portation costs where rail transportation into Chicago might be 
necessary. 

A number of representatives of the sand, gravel and 
crushed stone industry in and around Chicago appeared at the 
hearing involving rates on those commodities to that market, 
at Chicago, September 17, and testified that they would like to 
see the lower rates proposed by the railroads go in effect. 
They agreed that, if the rates were so reduced, some of the 
tonnage now moving out of their pits and quarries via truck 
and boat would be diverted to the railroads. Typical of their 
testimony was that of W. J. Womer, traffic manager, Consum- 
ers Company, who said the percentage of truck-hauled aggre- 
gates from the plants of his company to Chicago had increased 
from 14 per cent of the total production in 1930 to 80 per cent 
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in 1934. In 1935, he said, the percentage was 70.25, and ex- 
plained the reduction in the truck-hauled tonnage by saying it 
was due to specific reductions in switching charges allowed by 
the Commission in supplemental orders in the Chicago switch- 
ing case. 

H. R. Schradzki, attorney for the Materials Service Cor- 
poration, made a statement in opposition to the proposed rates. 
He had at first moved postponement of the hearing because of 
illness of interested parties, but Examiner Smith declared him- 
self without power to grant such postponement. Mr. Schradzki 
contended that the proposed reduction would not increase the 
rail movement of the commodities involved because it would 
not be to a low enough level to meet the costs of truck and 
water transportation. He said that, to the extent the lower 
rates would permit the freer movement of the aggregates into 
the Chicago market, they would tend to reduce the selling 
price of those commodities. These were now being sold on 
such a narrow margin, he contended, that the producers were 
with difficulty remaining in business. He also complained 
about the proposed reductions as an attempt to take away from 
water located plants their natural geographical advantages. 

He said he did not see how the Commission could reduce 
the zone one rates without reducing them proportionately from 
zones two and three since the differentials in the rates from 
the three zones had been set by the Commission. The only 
logical thing to do, should the proposed reductions be allowed, 
he said, would be to cut the rates from the more distant zones 
also, and the result of that would be to make the Chicago 
market a “dumping ground” for the surplus production of the 
more distant pits and quarries, he contended. 


LIVE STOCK IN CHICAGO 


The Commission, in I. and S. No. 4244, live stock to or from 
Union Stock Yards, Chicago, has suspended, for seven months 
from September 15, supplement No. 23 to Chicago Great West- 
ern tariff, I. C. C. No. 5336, in which the Union Stock Yards 
and Transit Company of Chicago is a participating carrier. It 
will investigate the move made by the trustees of the Chicago 
Great Western whereby the Union Stock Yards and Transit 
Company of Chicago is to be changed from an agency receiv- 
ing an allowance for services in connection with the handling 
of live stock to a participant in joint rates. (See Traffic World, 
September 5, p. 423 and September 12, p. 476.) 

In behalf of the Chicago Great Western and the Union 
Stock Yards and Transit Company of Chicago, it was con- 
tended, among other things, that the Commission was without 
jurisdiction to suspend the tariff, its allegation being that the 
tariff did not state anything new as to rates, fares, charges 
or classifications, “or any new regulation or practice affecting 
any rate, fare or charge” to bring it within the scope of sec- 
tion 15(7). 

In its order suspending the schedules, the Commission said 
it appeared there had been filed with it “a tariff containing 
schedules stating new individual and joint rates and charges 
and new individual and joint regulations and practices affect- 
ing such rates and charges.” 

The proceeding has been assigned for hearing October 7 
at the Sherman Hotel, Chicago, Ill., before Examiner Taylor. 

In announcing the suspension Sept. 14 the Commission said: 


By order entered today in Investigation and Suspension Docket 
No. 4244, the Commission suspended from September 15, 1936, until 
April 15, 1937, the operation of certain schedules as published in 
supplement 23 to Chicago Great Western Railroad Company’s tariff, 
I. C. C. 5336. 

The suspended schedules proposed to add the Union Stock Yard 
& Transit Company of Chicago as a participating delivering carrier 
in joint through rates on live stock, carloads, shipped to the Union 
Stock Yards in Chicago, Ill., via the Chicago Great Western Railroad, 
whereby the Union Stock Yards will receive'a division of the through 
rate instead of its customary unloading or loading charges. 


The Missouri-Kansas-Texas, by letter to Secretary 
McGinty, has withdrawn its name from the request for sus- 
pension of the Chicago Great Western tariff in which the 
Union Stock Yards & Transit Co. is a party to joint rates on 
live stock to Chicago. (See Traffic World, September 5, p. 
423.) 


ROCK ISLAND OPERATION MERGER 

Additional testimony was submitted in a hearing before 
Examiner Molster, September 14, in Finance No. 11064, appli- 
cation of trustees in reorganization proceedings of the Chicago, 
Rock Island & Pacific and Chicago, Rock Island & Gulf to 
merge operations, in support of a plan to merge the operations 
of the two companies. W. H. Burns, general auditor of the 
Rock Island, submitted an exhibit showing an estimated annual 
saving of $111,977.40 under a plan calling for the reorganization 
of the supervisory operations, July 10, 1936. 
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Proposed Reports in I. C. C. Cases 





SUGAR TO CENTRAL TERRITORY 


In a proposed report in I. and S. No. 4096, sugar from Gulf 
port groups to northern points and the formal complaints joined 
with it for hearing and disposition, Examiner Frank M. Weaver 
suggests a disposition of the issues growing out of the inability 
of southern and northern railroads to agree on a basis of inter- 
territorial rates on sugar between points in southern territory 
and points in official territory. The formal complaints joined 
with the suspension proceeding are No. 27004, Godchaux Sugars 
Incorporated et al. vs. A. & W. et al.; No. 27213, Savannah 
Sugar Refining Corporation vs. Southern et al.; and No. 27137, 
National Sugar Refining Co. of New Jersey vs. A. & R. et al. 

Broadly speaking, the foundation of the composition pro- 
posed by Examiner Weaver is that rates from the New Orleans 
and Savannah (Port Wentworth), Ga., groups to destinations 
in southern and official territories in which Atlantic seaboard 
refiners intensely compete with refiners on the south Atlantic 
and Gulf coasts be 20 per cent of the first class distance scale 
set forth in Appendix K-2 of the Commission’s second report 
in the Southern Class Rate Investigation, 112 I. C. C. 200, on 
a minimum of 40,000 pounds, and that an unduly prejudicial 
situation against New York in favor of Baltimore, in the rail- 
water rates to points in Virginia, Tennessee and the Carolinas 
be changed by having the rail-water rates reflect the recom- 
mended all-rail basis. He said the Commission should find 
that there was nothing unlawful in the practices of the railroads 
with respect to sugar stored in transit. 

Intense competition between the groups of cane sugar 
refiners, the examiner said, was one of the several factors 
which accounted for the disagreement between the two groups 
of carriers. The eastern group, he said, were equipped to 
produce more sugar than was consumed in official territory, 
while the plant capacity of the southern refiners exceeded 
the demand for sugar in that territory. It followed, the ex- 
aminer said, that both groups sought markets for their products 
in the territories other than those in which their plants were 
located. 

Since 1930, the examiner said, there had been a reduction 
of almost 13 per cent in the consumption of all sugars within 
the United States. The evidence, he said, suggested that 
consumers were developing a tendency to substitute beet sugar 
for the cane variety, the former being the cheaper commodity. 
The refiners tried to overcome these difficult conditions, he 
added, by reducing their transportation costs to the minimum. 
That meant, he said, that they frequently employed the water 
and highway carriers and that in turn forced the rail carriers 
to choose between loss of traffic or reductions in their rates 
sufficient to overcome the water and highway competition. A 
clear picture of the situation, the examiner said, might be had 
by reference to the Commission’s decision in Sugar Cases of 
1933, 195 I. C. C. 127, and the rate adjustment which resulted 
from its findings therein. 


Negotiations between the northern and southern carriers, 
the examiner said, terminated without success in March, 1935. 
Then the Commission denied fourth section relief on sugar. That 
required the carriers to do something so as to eliminate fourth 
section departures. The southern carriers, he said, concurred 
in a proposal of their northern connections to revise the rates 
from all southern origins to all destinations in official territory 
on the basis of 25 per ceent of the present first class rates, 
with barge rates on the customary differential basis, the result- 
ing rates, according to the examiner, approximating the present 
rates. Schedules to carry out that scheme were filed but 
protested by southern refiners, and suspended in this pro- 
ceeding. 

The southern carriers’ concurrence in the proposed revision, 
the examiner said, was brought about by the exigency of the 
fourth section situation. 


“They are still of the view,” says the Examiner’s report, 
“that substantial reductions should be made in the rates from 
and to these points.” 

While the suspended rates, if made effective, would super- 
sede the existing rates on sugar subject to a carload minimum 
of 40,000 pounds from all refining points in the south to all 
destinations in official territory, the examiner said they would 
not affect the existing rates subject to the 60,000 and 80,000 
pound minima which the Commission approved in Sugar Cases, 
1933, supra, from southern refining points to that part of cen- 
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tral territory west of the Monon railroad. To that part of the. 
territory the proposed schedules, if made effective, he added, 
would merely provide a third and higher basis of rates subject 
to a minimum of 40,000 pounds. 

The complaint in No. 27004 alleged the rates on sugar 
from New Orleans and Reserve, La., to points in Indiana, Ohio, 
Michigan, New York, Pennsylvania, West Virginia and Ken- 
tucky were in violation of sections 1, 2 and 3, the alleged pre- 
ferred points being New York, Philadelphia and Baltimore. 

No. 27213, alleged that the rates on sugar from Port Went- 
worth to points in Virginia, Maryland, Pennsylvania, New York, 
New Jersey, Indiana, Ohio, Michigan, West Virginia, and Ken- 
tucky were in violation of sections 1 and 3, the alleged pre- 
ferred points being New Orleans, Norfolk, Va., Baltimore, 
Philadelphia, and New York. 


In No. 27137 it was alleged that the rates over all-rail and 
ocean-and-rail routes from Brooklyn, N. Y., and Edgewater, 
N. J., to destinations in southern territory within Virginia, the 
Carolinas, Kentucky and that part of Tennessee on and east of 
the main line of the C. N. O. & T. P. extending from Cincinnati 
to Chattanooga were in violation of sections 1 and 3, the alleged 
preferred points being Baltimore and Port Wentworth as to 
all destinations except those in Kentucky. To destinations in 
Kentucky, New Orleans was alleged to be the preferred point. 


This last mentioned complaint also alleged that defendants’ 
refusal to permit the transportation of sugar, carloads, at the 
rates in effect from origin to final destination when such sugar 
had been stored at points in Official Territory and subsequently 
reforwarded to points in Southern Territory was unduly pre- 
judicial to complainant and unduly preferential of complain- 
ants’ competitors located at Port Wentworth and New Orleans. 


The examiner said the evidence did not suggest that the 
water-rail rates in issue were too high. However, he added, 
the water-rail rates from New York to points in Southern Ter- 
ritory should be fairly related to similar rates from Baltimore 
to the same points. In disposing of the case he said the Com- 
mission should find: 

a 

(1) That, if permitted to become effective, the suspended all-rail 

rates on sugar, in carloads, from points in southern territory to points 

in official territory would be unreasonable to the extent that they 

would exceed 20 per cent of the first-class distance scale set forth in 

Appendix K-2 of the Commission’s second report in Southern Class Rate 
Investigation, 112 I. C. C. 200. 


(2) That the present all-rail rates on sugar, in carloads, from New 
Orleans, La., points grouped therewith, and from Port Wentworth, Ga., 
to points in Indiana, east of the line of the Chicago, Indianapolis and 
Louisville Railway Company and the Illinois Central Railroad Company 
extending in a southerly direction from Chicago, Ill., through Evans- 
ville and Bloomington, Ind., to Louisville, Ky., to points in Kentucky 
within official territory; and to all points in Ohio and Michigan, are, 
and for the future will be, unreasonable to the extent that they exceed 
or may exceed the basis described in finding (1), minimum 40,000 
pounds, 


. 

(3) That the present all-rail rates on sugar, in carloads, from New 
York, N. Y., to points in Virginia, Kentucky, North Carolina and 
South Carolina within southern territory and to points in that portion 
of Tennessee on and east of the main line of the Cincinnati, New Or- 
leans and Texas Pacific Railway Company, extending from Cincinnati, 
Ohio, to Chattanooga, Tenn., are and for the future will be, unreason- 
able to the extent that they exceed or may exceed the basis described 
in finding (1), minimum 40,000 pounds. 


(4) That the present all-rail rates on sugar, in carloads, from and 
to the points described in findings (2) and (3) are not unduly preju- 
dicial. 

(5) That the water-rail rates complained of in No. 27137 are not 


unreasonable but are, and for the future will be, unduly prejudicial 
to sugar refiners located at New York and unduly preferential of sugar ~ 
refiners located at Baltimore, Md., to the extent that the rates from 
New York to the points in Virginia, Tennessee, North Carolina and 
South Carolina, described in finding (3) exceed or may exceed those 
from Baltimore to the same points by amounts greater than would be 
the case if the water-rail rates from both New York and Baltimore 
were readjusted to reflect the all-rail basis described in finding (1). 

(6) That the practices of the rail carriers operating in southern and 
official territories with respect to sugar stored in transit are not un- 
lawful. 


(7) And that the suspended schedules should be canceled without 
prejudice to the filing. of new schedules reflecting the basis described 
in finding (1) except that to points west of the Monon line, the minima 
should be no lower than the lowest minima in effect from eastern re 
fining points to the same points. . 
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PROPOSED REPORTS 


Wrapping Paper 


No. 27186, Greater Muskegon Chamber of Commerce (for 
Central Paper Co.) vs. Pere Marquette et al. By Examiner 
Henry B. Armes. Proposes that the Commission find rates, 
wrapping paper, Muskegon, Mich., to destinations in Wisconsin, 
Illinois, Missouri, Iowa, Minnesota, Kansas, Nebraska, North 
Dakota, South Dakota, Colorado, and Wyoming, unreasonable 
and unduly prejudicial to destinations to western trunk line 
territories to the extent they may exceed the following: To 
Mason City, Ia., 24.5 cents; Cedar Rapids, Ia., 22.5 cents; Des 
Moines, Ia., 28 cents; Sioux City, Ia., 33.5 cents; Sioux Falls, 
S. D., 34.5 cents; Omaha, Neb., and Kansas City, Mo., 33.5 
cents; Wichita and Hutchinson, Kan., 52.5 cents; Denver, Colo., 
76 cents; and Albert Lea and St. Paul, Minn., 24 cents. The 
examiner said that if the rates to destinations in western trunk 
line territory resulted in fourth section departures at inter- 
mediate points in central territory, the rates to the farther dis- 
tant points should be held as maxima at such intermediate 
points. He said the Commission should further find that the 
present first class rates assailed to points in Wisconsin, Illinois, 
and Iowa, had not been shown to be based on an inflated mileage 
as alleged. 

Anthracite Coal 


No. 27148, Buff Fuel & Oil Corporation et al. vs. D. & H. 
et al., and five sub-numbers thereunder, R. S. Hardie et al. vs. 
Same; John G. Douglass et al. vs. Same; Amsterdam Coal Co., 
Inc., et al. vs. D. L. & W. et al.; W. J. M. Huntzinger et al. vs. 
N. Y. O. & W. et al.; and Henry C. Jones, Sr., et al. vs. D. & 
H. et al. By Examiner L. H. Macomber. Dismissal proposed. 
Rates, anthracite, from the Pennsylvania anthracite regions to 
destinations in Saratoga, Schenectady, Otsego, Schoharie, Mont- 
gomery, Fulton and Herkimer counties, the examiner proposes 
the Commission shall say, have not been shown to have been 
or to be unreasonable or otherwise unlawful. 


Coal 


No. 27234, Blackwood Coal & Coke Co., Joseph L. Osler, 
receiver vs. Southern. By Examiner Claude A. Rice. Rates, 
bituminous coal, Bundy, Va., to destinations in southeastern 
states, unreasonable to the extent they may exceed rates made 
by deducting 5 cents a ton from the group rates now in effect 
from St. Charles, Va., to the same destinations. Assailed rates 
unreasonable in the past to the extent that those charged on 
shipments billed on and after November 6, 1935, exceeded rates 
made by deducting 3 cents a ton, maximum $1.50 a carload, 
from the rate concurrently in effect from St. Charles. Repara- 
tion proposed. 


COMMISSION ORDERS 


No. 26140, Red Star Milling Co. vs. A. & R. et al., and two sub- 
numbers thereunder, Southern Kansas Millers’ Club vs. Arkansas 
Railroad Co. et al., and Same vs. A. & R. et al. Board of Trade of 
the City of Chicago and the Montana Flour Mills Co. permitted to 
intervene. 

Finance No. 11128, application of Port Isabel & Rio Grande Valley 
to construct an extension of its line of railroad from Esoes to San 
Roman Townsite in Cameron county, Tex. Brownsville Navigation 
District of Cameron county, Tex., permitted to intervene. 

No. 27491, Creamery Package Manufacturing Co. vs. Alton et al. 
Coal Trade Association of Indiana permitted to intervene. 

Finance No. 11263, Yosemite Valley Railway Co. reconstruction 
loan. Applicant desiring to withdraw application for a loan of $1,159,- 
000, application dismissed. 

No. 26140, Red Star Milling Co. vs. A. & R. et al., and two sub- 
numbers thereunder, Southern Kansas Millers’ Club vs. Arkansas Rail- 
road Co. et al., and Same vs. A. & R. et &l. Millers’ National Federa- 
tion permitted to intervene. 

No. 27517, J. G. Boswell Co. et al. vs. A. T. & S. F. et al. At the 
request of complainant complaint dismissed. 

No. 27477, Jacob Harris vs. Pennsylvania. Complaint dismissed at 
the request of complainant. 

No. 27421, Monolith Portland Midwest Co. vs. A. T. & S. F. et al. 
Complaint dismissed at the request of complainant. 

No. 27308, McAllister Coal Co. et al. vs. Atlantic City Railroad 
Co. et al. At the request of complainants complaint dismissed. 

No. 27303, Gwin, White & Prince, Inc., vs. Great Northern et al. 
Complaint dismissed at the request of complainant. 

No. 27019, Green River Valley Coal Co., Inc., vs. C. B. & Q. et al. 
Complaint dismissed at the request of complainant. 

No. 27458, Wisconsin Retail Lumbermen’s Association et al. vs. 
Ann Arbor et al. Coal Trade Association of Indiana permitted to in- 
tervene. 

Finance No. 10881, Chicago & North Western Railway Co. re- 
organization. Bank of New York & Trust Co., as trustee under the 
mortgage and trust deed of Milwaukee, Sparta & North Western Rail- 
way Co. permitted to intervene. 





PETITIONS FOR REHEARING, ETC. 


1. and S. No. 4242, hides, pelts, and skins between western trunk 
line points. The Board of Railroad Commissioners of North Dakota, 





The Traffic World 





Vol. LVIII, No. 12 


the Chamber of Commerce of Fargo, N. D., and the Greater Grand 
Forks Traffic Association, Grand Forks, N. D., move that the Com- 
mission withdraw the suspension of C. M. St. P. & P. Supplement 
76 to I. C. C. B-6542 and C. M. St. P. & P. Supplement No. 79 to 
I. C. C. B-6542, also Supplement No. 5 to Great Northern I. C. C. A-7364, 
and vacate its suspension order in full. 

No. 27046, Holly Sugar Corporation vs. A. T. & S. F. et al. Com- 
plainant asks for reopening, reargument, reconsideration, and the re- 
versal of the decision of division 3 by the entire Commission. 

No. 24139, North Carolina Corporation Commission et al. vs. A. 
& W. et al.; No. 24140, Same vs. A. & R. et al.; and No. 24901, Na- 
tional Association of Cotton Manufacturers vs. A. B. C. Boat Line et 
al. J. E. Tilford, chairman, Southern Freight Association, on behalf 
of carriers in southern territory ask for a postponement of the effective 
date of the order until February 8, 1937. 

No. 13535, consolidated southwestern cases et al. Corporation 
Commission of Oklahoma and the Chamber of Commerce of Oklahoma 
City ask that the petition of the southwestern fines, F. A. Leland, 
chairman, dated at St. Louis, Mo., September 1, 1936, asking, under 
finding 27 in this proceeding, 123 I. C. C. 203, for authority to establish 
reduced rates on tri-sodium phosphate, carloads, to Joplin, Mo., from 
St. Louis, Mo., East St. Louis, Ill., and Chicago, Ill., and points 
grouped therewith, be denied. 

1. and §S. No. 4173, transit-lumber Pacific coast to eastern des- 
tinations. Protestants ask for reconsideration of the decision and 
reargument. 

Finance No. 10859, Southern Railway, Carolina division et al., 
abandonment. Southern Railway Co. asks for interpretation or clari- 
fication of the condition prescribed in the certificate of public con- 
venience and necessity issued on April 25, 1936. 

Finance No. 10512, in the matter of application of Cook Transit 
Corporation for certificate of public convenience and necessity. Cook 
Transit Corporation asks for extension of certificate of public con- 
venience and necessity. 


SUSPENDED TARIFFS 


In I. and S. No. 4245, the Commission has suspended from 
September 15 until April 15, schedules in Agent Roy Pope’s 
tariff, I. C. C. No. 34. The suspended schedules propose to 
revise the rates on sand, gravel, slag, stone, limestone and chert, 
in carloads, from Alabama producing points to destinations in 
the Florida peninsula south of the line of the Seaboard Air 
Line railway from Jacksonville to River Junction, Fla., which 
would result in increases and reductions. 

In I. and S. No. 4246, the Commission has suspended from 
September 15 to April 15, schedules in supplement No. 18 to 
Kipp’s I. C. C. No. A-2592, and various other agency tariffs. 
The suspended schedules propose to provide for the cancellation 
of combinations of commodity rates and bridge-scale class arbi- 
traries to alternate with the through single-factor class rates in 
constructing through rates on shipments between points on 
the eastern border of Western Trunk Line territory and points 
in official territory, which will result in increases. 

In I. and S. No. 4247, the Commission has suspended from 
September 16 until April 16 schedules in supplements Nos. 
26, 27 and 28 to Illinois Central I. C. C. No. 7903, supplements 
Nos. 9 and 10 to Illinois Central I. C. C. No. 8072, and supple- 
ments Nos. 2 and 3 to Gulf & Ship Island I. C. C. No. 1184. 
The suspended schedules propose to revise rules governing the 
local consumption of cotton at compress or warehouse stations, 
including New Orleans, La., and Gulfport, Miss. 

In I. and S. No. 4248, the Commission has suspended from 
September 17 until April 17 schedules in supplement No. 24 to 
Chaffee’s I. C. C. No. A-337, joint with other agents. The sus- 
pended schedules propose to reduce rates on cigarettes and 
tobacco, alcoholic liquors and freight, all kinds, in carloads, 
‘from New Orleans, La., to Dallas, Tex., on import and coast- 
wise traffic when via barge-rail routes. 


DROUGHT RELIEF RATES 


Western railroads have published circular 33-A, supersed- 
ing their circular 33 which named single-line relief rates on 
cattle and feeds applicable in drought-stricken regions. Cir- 
cular 33-A names joint rates in accordance with the request of 
Governor Landon, of Kansas, and the decision of the railroad 
traffic executives to acceed to that request (see Traffic World. 
Sept. 12, p. 477). The new joint rates are applicable from all 
the territory west of the Mississippi and the state of Wisconsin, 
the upper peninsula of Michigan and that part of Illinois west 
of the line of the Wabash from East St. Louis to Chicago, to all 
of Kansas, Oklahoma, and South Dakota, and to designated 
counties in Colorado, Montana, Nebraska, North Dakota and 
Wyoming. The rates are dated to expire December 31, 1936. 

The Commission, by Commissioner Tate, in amendment 
No. 5 to drought order No. 27, has included additional terri- 
tory in Montana on the Great Northern from which that 
carrier is authorized to establish reduced rates on live stock 
sent to feeding lots on the Great Northern, Farmers’ Grain 
& Shipping Co., Gales Creek & Wilson River Railroad Co., 
Oregon Electric, Oregon Trunk, Spokane, Coeur d’Alene & 
Palouse, Spokane, Portland & Seattle, and United Railways 
Co. (Portland, Ore.), and return therefrom. 
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NORTH WESTERN REORGANIZATION 


The Traffic World Washington Bureau 


A review and appraisal of economic conditions indicating 
a belief that there was a fine outlook for the country and a 
return of the time when the Chicago & North Western earn- 
ings would be large enough to pay the fixed charges of the 
present capitalization was spoken from the witness stand by 
Fred W. Sargent, president of that carrier, in Finance No. 
10881, Chicago & North Western Railway Co. reorganization. 
But he did not say how soon he thought the better day would 
come. He treated the economic situation as if he desired to 
emphasize the point that had been made earlier in the hearing 
(see Traffic World, September 12) that conditions now were 
such that no estimate of earnings under the plan of reorgani- 
zation presented by the company could be made. 


President Sargent touched on all phases of the operation 
of the property, the possibility of economies, mentioning among 
the latter a reduction in the cost of coal, by means of faster 
handling in the mines, resulting in a cost offsetting the most 
recent increase in the wages of miners. 


_Reverting to some of the things mentioned by Mr. Cady 
to illustrate his assertion that the country was in a state of 
“political flux,” Mr. Sargent said that personally he was not 
much worried about the President’s surplus tax law because, 
as he said, he was satisfied that it would fall of its own weight. 
When he appeared before the Senate finance committee on the 
tax bill he said he got the impression that members of the 
committee held about the same view as he entertained. His 
thought was that because 47 per cent of the industries of the 
country were small, that is, each having 250 or fewer employes, 
the measure would fall of its own weight. Such industries, Mr. 
Sargent said, had only two sources of money for the making 
of Improvements and extension, namely, their surplus or the 
ability to borrow from friends. The market open to large 
industries for the borrowing of money for improvements, he 
said, was not accessible to them. A tax making it impossible 
for the small industries to put aside a surplus for improvements 
or extensions, his suggestion was, could not stand up. 


Mr. Sargent said he saw no reason why the North Western 
should not move 7,000 or 8,000 loaded cars a day but how soon 
that would be, he said, would depend on world economic re- 
covery. He said that a short time ago he had had a man make 
a survey of traffic possibilities in the territory of the North 
Western. The survey, Mr. Sargent said, showed that the 
farmers in parts of the North Western’s territory had relatively 
few water systems in their houses, relatively few telephones 
and only a few electrical appliances. Lack of those things, 
Mr. Sargent said, suggested a colossal demand for such things 


when conditions were better’with consequent revenue for the 
carrier. 


Among the unpleasant facts mentioned by Mr. Sargent 
was that this country was once a large exporter of grain and 
that for that reason the North Western had invested in ele- 
vators which he said were not producing revenue but on the 
contrary were a cause of expense at a time when, by reason of 
drought and the expenditure of about $500,000,000 by the gov- 
ernment, prices had been raised and the country last year 
imported $476,000,000 worth of farm products. He said he did 
not blame that on anybody but mentioned it as a fact in his 
review of conditions. Mr. Sargent said the passenger business 
was improving but said he still could not make a forecast of 
probable earnings. 


Nelson Trottman, general attorney of the carrier, in charge 
of tax matters, reviewed the tax situation and said he could 
not conceive of the President’s undistributed earnings tax law 
remaining in effect. He said he could not believe that that 
tax would be permanent but he said he believed that the in- 
come tax would be raised to 15 per cent as the normal rate. 


Kenneth Burgess, representing the life insurance group of 
creditors, holders of $72,000,000 of North Western bonds, said 
the desire of the group was to be helpful in the reorganization 
of the property but that in the opinion of those in that group 
the plan presented by the debtor incorporated a plan of debt 
repudiation which would hurt the credit of the corporation. 
The plan, he added, obviously continued the stockholders in 
control of the property and that it was wholly unacceptable 
to the creditors. The fact that the debtor had not presented 
a forecast of earnings or presented other data deemed neces- 
sary, Mr. Burgess said, had caused his group to engage V. V. 
Boatner, who recently served on the staff of the Federal Co- 
ordinator of Railroads, and R. W. Fletcher, a consulting 
accountant, who was formerly on the staff of the Commission, 
to make a survey of the North Western. They, he said, had 
asked the trustee for information which had not been furnished 
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on account of the staff’s work on the plan but which he assumed 
would be furnished. 

Fred N. Oliver, for the savings banks group of creditors, 
also said the plan presented by the debtor was wholly unac- 
ceptable and presented a formal request for the debtor to 
make a forecast of earnings based on study of traffic trends, 
rates, interchanges, etc. If the debtor could not offer any- 
thing in the way of a forecast of earnings other than a hope 
there was, he said, no justification for participation of the 
equity holders in thjs reorganization. 

Examiner Boyden interrogatively suggested that the Com- 
mission’s staff might make a survey, but Mr. Oliver said he 
thought the staff of the railroad could make it. 

Mr. Cady said he thought the debtor had covered a great 
deal of the matter. requested by the creditors. He said that 
the carrier could send out men to make a study such as sug- 
gested, but that when it was completed it would not be worth 
more than the paper on which it was written as a forecast of 
the future more definite than had been made. In view of that 
statement, Mr. Burgess asked that the Commission staff make 
the survey. Then, laughingly, said Mr. Cady, he thought the 
survey would be worth even less than the paper used in mak- 
ing it, meaning as a prognostication. Mr. Cady said the debtor 
had not received any help from the insurance group. Mr. 
Oliver said he felt that the debtor had not offered any proof 
in support of its plan such as contemplated by the law and 
that it would be a waste of time to adjourn this hearing merely 
to resume it for cross examination on the material that had 
been presented. He said that his group would not be ready 
until after the first of the coming year to present anything. 

Examiner Boyden, who had started to announce an ad- 
journment until some time in November, then announced 
adjournment to a time to be hereafter announced by the Com- 
mission. 


c. & N. W. ABANDONMENT 


The Commission, by division 4, in Finance No. 11083, 
Chicago & North Western Railway Co. trustee abandonment, 
has authorized the trustee of the carrier mentioned to aban- 
don parts of a branch extending from Gillett Junction to 
Northern Junction, Wis., approximately half a mile long, from 
Northern Junction to Southern Junction, Wis., approximately 
13.5 miles long, and from Shawano Junction to milepost C-1, 
north of Clintonville, Wis., approximately 12.8 miles long. 
Permission to abandon a part of the last mentioned segment 
is subject to the condition that the portion from Embarrass 
to milepost C-1 be left in place and switching service be fur- 
nished thereover from Clintonville. 


RAIL REORGANIZATION HEARINGS 


The Commission has assigned for hearing Finance No. 
11002, the Denver & Rio Grande Western Railroad Co. reor- 
ganization, October 20, in Washington before Examiners R. T. 
Boyden and Homer H. Kirby. The Commission said that evi- 
dence would be received in support of and in opposition to the 
debtor’s plan of consolidation and reorganization and any other 
plan which might be properly presented. Plans of reorganiza- 
tion, said the Commission, might be filed at any time before, 
or on cause shown at the hearing, by the trustees, or by or 
on behalf of creditorse being not less than 10 per centum in 
amount of any class of creditors, or by or on behalf of stock- 
holders being not less than 10 per centum in amount of any 
such class, or with the consent of the Commission by any party 
in interest. 

The Commission also has assigned for hearing Finance No. 
10860, Reader Railroad reorganization, October 1, at Wash- 
ington, before Examiners J. V. Walsh and M. S. Jameson. 


S. I. REORGANIZATION 


The Commission has docketed, in Finance No. 10131, a 
plan of reorganization filed by the Spokane International Rail- 
way Company and also a plan filed by the Coeur d’Alene and 
Pend d’Oreille Railway Company, subsidiary of the Spokane 
International. These carriers in August, 1933, filed petitions 
under section 77 of the federal bankruptcy act in the district 
court of the United States for the eastern district of Washing- 
ton, northern division, for the purpose of effecting plans of 
reorganization. 

The capitalization of the Spokane International and the 
Coeur d’Alene & Pend d’Oreille, wholly owned by the Spokane 
International, now stands at $9,488,000, with a fixed interest 
charge of $237,200. Under the proposed structure the capitali- 
zation will be $5,288,000 and the fixed interest charge, $47,440. 
Under the proposed structure there would be issued 13,000 
shares of no-par common stock, $1,186,000 of first mortgage 4 
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per cent bonds to mature July 1, 1955, to be issued in exchange 
for present first mortgage bonds of the two companies (the 
authorized issue of these bonds is $2,000,000 but the remainder 
is to be held for future additions and betterments); $2,372,000 
of noncumulative 4 per cent income debentures; $1,186,000 of 
noncumulative preferred 4 per cent stock, par value $100, and 
$544,000 of Coeur d’Alene & Pend d’Oreille common stock of 
an authorized issue of $600,000. The petitioners said it was 
proposed to leave the latter stock undisturbed in the reorgani- 
zation. 

At the present time, said the Spokane International, there 
was outstanding $4,200,000 capital stock of the debtor divided 
into 42,000 shares, with $100 par value; of this stock four lots 
aggregating 575 shares were outstanding in the hands of the 
general public in the names of four individuals or of fiduciaries, 
7 shares were issued to trustees as qualifying shares, 39,418 
shares were in the name of the Canadian Pacific Railway Co. 
and interests representing that company, and 2,000 shares were 
held by the Minneapolis, St. Paul & Sault Ste. Marie. There 
were also outstanding $4,200,000 par value first mortgage bonds 
issued under date of July 1, 1905, bearing 5 per cent interest. 

As a part of the plan of reorganization the trustee for the 
debtor has arranged with the Canadian Pacific Railway Co., 
according to the debtor, whereby the Canadian Pacific is will- 
ing to enter into a ten-year contract with the reorganized 
Spokane International for the interchange of freight and pas- 
senger traffic between the two companies, containing among 
other things a provision for the payment by the Canadian Pa- 
cific to the Spokane International, half yearly, of such amount, 
not exceeding $25,000, as may be necessary to meet its operat- 
ing expenses and interest at 4 per cent per annum on the first 
mortgage bonds, aggregating in principal amount $1,186,000. 
The contract will contain a provision for an extension for a 
further period of ten years, if so desired by the Canadian Pa- 
cific. The debtor said the plan of reorganization did not con- 
template the creation of a new company, nor any change in 
the control of the present company. 


FINANCE APPLICATIONS 


Finance No. 6863. Supplemental. Boston & Albany Railroad Co., 
asks authority to resell and dispose of $500,000 of its 4%4 per cent 
improvement bonds issued under date of August 1, 1928, and due 
August 1, 1978. The bonds are part of an issue of $5,700,000 guar- 
anteed as to principal and interest by the New York Central and was 
sold by the Central. The applicant bought $500,000 of the bonds, as an 
investment. The application says it is deemed inadvisable by the 
Boston & Albany to continue to hold the $500,000 of these bonds as 
an investment in its reserve fund for the reason that an important 
purpose of the reserve fund would be to provide resources in case of 
emergency and therefore it seemed undesirable to carry in that fund 
an investment in the applicant’s own securities. The applicant intends 
to invest the proceeds of the sale in other securities to form part of 
its reserve fund. No arrangements have yet been made with brokers, 
banks, underwriters, or investment houses relative to sale of the 
bonds. The Commission, says the application, will be advised later of 
the proposal in regard to the resale of the bonds. The application says 
it is not expected that the Commission will enter its order in this 
supplemental proceeding until such further information shall have 
been furnished. 

Finance No. 11339. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co. and the Pennsylvania Railroad Co., the latter the lessee 
of the former, ask authority to construct a line, about 17.4 miles 
long, from a point on the Chartiers branch of the P. C. C. & St. L. 
to a point on the Waynesburg & Washington railroad, between Tyler- 
daie and Hackey, Pa., to permit the development of bituminous coal 
land which, the applicants assert, has remained undeveloped on ac- 
count of a lack of rail transportation facilities. The funds for the ex- 
tension will be furnished by the lessor corporation, subject to re- 
imbursement by the lessee. Construction, the application declares, 
will enable the applicants to rely on additional sources of revenue. 
The proposed line will be in the rich bituminous coal section of south- 
western Pennsylvania. 

Finance No. 11340. Susquehanna Connecting Railroad Co. and the 
Wilkes-Barre & Eastern Railroad Co. ask authority to abandon a little 
more than mile of the line of the Susquehanna known as the Minooka 
branch extending between Jermyn Junction, Pa., and a connection 
with the Delaware & Hudson in Lackawanna county, Pa. The line 
was built to serve anthracite mines which have been mined out and 
which have produced no traffic since 1927, according to the application. 

Finance No. 10395, Maine Central securities, and Finance No. 
7044, Portland & Ogendburg bonds. Supplemental. Carriers ask per- 
mission to amend their application so as to waive their right to 
redeem, before maturity, collateral notes amounting to $313,000 
heretofore issued to the Public Works Administration and sold by 
that body to the Reconstruction Finance Corporation. The waiver 
of that right of redemption was requested by the RFC. 

Finance No. 11338. Northern Pacific Railway Co. asks authority 
to take up and abandon its Green River branch line between engineer’s 
station 744 plus 04.3 and present end of track at Kerriston, in King 
county, Wash., approximately seven-tenths of a mile long. 

BMC-F 104. William Wilson, Sioux Falls, S. D., asks authority 
to purchase control of Flamming Motor Express, Inc., through acquisi- 
tion of stock. 

BMC-F 105. Flamming Motor Express, Inc., Sioux Falls, S. D., asks 
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authority to purchase the assets of Vernon C. VanDerhule, a common 
carrier by motor vehicle, of Yankton, S. D., and for authority to enter 
into a lease with the Wilson Transportation Co., if such authority 
is necessary. 

Finance No. 11341, Gainesville Midland Railroad Co. asks authority 
to issue securities as follows: 4,140 shares of common stock of no 
par value, to be used for the purpose of exchanging the same for 
prior lien securities of the Gainesville Midland Railway on the fol- 
lowing basis: For Gainesville Midland Railway Series ‘‘A’’ notes and 
interest claims thereunder, in the face amount of $82,360, and Gaines- 
ville Midland Railway series ‘‘B’’ notes and interest claims thereunder, 
in the face amount of $55,400 to be exchanged for the stock to be 
issued on the basis shown in the application; for Gainesville Midland 
Railway first mortgage bonds and interest claims thereunder, in the 
face amount of $364,000. The securities are to be issued in carrying 
out the plans for the reorganizaton of that railroad which has been 
in receivership. 

Finance No. 11343, Gainesville Midland Railroad Co. asks authority 
to acquire and operate the Gainesville Midland Railway which has 
been in receivership. Plans for the financing of the reorganized rail- 
road are set forth in the preceding application. 

Finance No. 11344. A. T. & S. F. asks authority to acquire con- 
trol of the Fort Worth & Rio Grande Railway Co., through purchase, 
from James M. Kurn and John G. Lonsdale, trustees of the St. Louis- 
San Francisco Railway Co., of its capital stock, bonds and other in- 
debtedness; St. Louis, San Francisco & Texas Railway Co. asks 
authority to purchase properties of the Fort Worth & Rio Grande 
Railway Co.; and the Gulf, Colorado & Santa Fe Railway Co. to 
lease from Fort Worth & Rio Grande Railway Co. all its properties 
except those to be purchased by St. Louis, San Francisco & Texas 
Railway Co. The Atchison proposes to acquire control of the Fort 
Worth & Rio Grande by the purchase, for $1,519,325 cash from the 
trustees of the capital stock (29,283 shares par value $2,928,300) and 
the first mortgage bonds (principal amount $4,467,000) of the Rio 
Grande Co., and all (except $543,500 to be assumed by the St. Louis, 
San Francisco & Texas Railway Co. as consideration for the Rio 
Grande Co. properties proposed to be purchased by it) of its indebted- 
ness to the trustees and their predecessors in interest, for advances, 
which on December 31, 1935, aggregated $7,658,131.94. The Rio Grande 
securities, the application says, have no market value. The terminals 
of the Rio Grande are to be purchased by the St. Louis, San Francisco 
& Texas for $500,000 in consideration of $500,000 to be paid by as- 
sumption by the Texas company of an equivalent amount of the in- 
debtedness of the Rio Grande for open account advances made to it 
by the St. Louis-San Francisco, and the assumption of specified lia- 
bility of the Rio Grande Company. The terminals are to be leased 
by the Gulf, Colorado & Santa Fe. 

BMC-F 106. W. A. Johnson, Fort Worth, Tex., doing business 
as Johnson Motor Lines, asks authority to purchase the certificate of 
convenience and necessity and Abilene Storage business, Abilene, 
Tex., from Carl Rose. 

BMC-F 107. Texas & Pacific Motor Transport Co., asks authority 
to purchase portion of a certificate of convenience and necessity from 
W. A. Johnson, doing business as Johnson Motor Lines. 

BMC-F 108. Texas & Pacific Motor Transport Co., asks authority 
to purchase certificate of convenience and necessity from the Ft. Worth 
Warehouse & Storage Co., Inc. 

BMC-F 109. Southern Kansas Stage Lines Co., asks authority tc 
acquire the franchise of A. R. Davis to do business as the Davis 
Transfer & Storage Co. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11164, South Pacific Coast Ry. 
Co. et al. Ferry abandonment, permitting abandonment by the South 
Pacitic Coast Ry. Co. of a ferry in the city and county of San Francisco 
and Alameda county, Calif., and abandonment of operation thereof 
by the Southern Pacific Company, lessee, approved. 

Report and certificate in F. D. No. 11170, Reading Company 
abandonment, permitting abandonment by the Reading Company of 
part of a branch line of railroad in Schuylkill, Luzerne and Carbon 
gounties, Pa., approved. 

Report and certificate in F. D. No. 11251, Puget Sound & C. - 
cade Ry. Co. abandonment, permitting abandonment by the Puget 
Sound & Cascade Railway Company of a portion of its line of rail- 
road in Skagit county, Washington, approved. 

Report and order in F. D. No. 11306, Southern Pacific R. R. Co. 
acquisition, authorizing the acquisition by the Southern Pacific 
Railroad Company of the Biola branch of the Fresno Traction Com- 
pany, approved. 

Report and order in F. D. No. 11284, Savannah & Atlanta Rail- 
way receiver's equipment-trust certificates, granting authority to as- 
sume obligation and liability in respect of not exceeding $160,000 of 
Savannah & Atlanta Ry. equipment-trust certificates, to be issued 
by the Citizens & Southern National Bank, as trustee, and sold at 
par and accrued dividends in connection with the procurement of 
certain equipment, approved. 

Report and order in F. D. No. 11316, Alabama, Tennessee & 
Northern R. R. Corp. trustee’s certificates, granting authority to 
issue not exceeding $30,000 of trustee’s certificates of indebtedness. 
to be sold at par and the proceeds used to purchase two gasoline- 
electric motor cars, approved. 





CHANGES IN DOCKET 
Hearing in Air Mail Docket No. 15, assigned for September 15, 
at Washington, D. C., before Examiner Walter, was canceled and 
reassigned for October 27, Washington, D. C., before Examiner Walter 
To the hearing in I. & S. 4241, now set for September 19, St. 
Louis, Mo., Coronado Hotel, before Examiner Weaver, ‘‘first supple 
ment order’’ was added. 
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REFRIGERATION ORDER AMENDED 


The scope of the Commission’s amendment of its order of 
June 2 in No. 20769, charges for protective service to perish- 
able freight (see Traffic World, Sept. 12), is shown by the 
paragraph in the amended order as follows: 


It is further ordered, That respondents herein be, and they are 
hereby, authorized to reestablish, upon notice to the Commission and 
to the general public by not less than one day’s filing and posting in 
the manner prescribed in section 6 of the interstate commerce act, 
and thereafter to maintain until the further order of the Commission 
the charges set forth in section 4 of said Agent Dearborn’'s I. C. C. 
No. 7 in effect on September 9, 1936, on meats (fresh), in straight or 
mixed carloads; packinghouse products (as defined in item No. 1135 
of said tariff), in straight or mixed carloads; butter, eggs, cheese, 
dressed poultry and game, in straight or mixed carloads, or when 
shipped in mixed carloads with live poultry transported in combina- 
tion live poultry-refrigerator cars; butterine and oleomargarine, car- 
loads; clams, crabs, lobsters and oysters, carloads; fish, carloads; 
ale, beer and beverages, in straight or mixed carloads. 


The amendment is somewhat wider than the spread of the 
court’s order in Beatrice Creamery Co. et al. vs. United States 
et al., and Wilson & Co., Inc., et al. vs. U. S. et al., the issuance 
of which constrained the Commission to amend its order of 
June 2 so as to put shippers of perishable freight on a footing 
of equality. The inclusion of clams, crabs, lobsters and oysters, 
carloads; fish, carloads; and beverages in straight or mixed 
carloads, was made on account of competitive conditions. The 
court’s order relating to malt liquors was not broad enough, 
in the Commission’s opinion, to cover all the commodities in 
competition with each other, hence inclusion of the word 
“beverages.” 

The Commission took up the question of amending its or- 
der of June 2 as soon as agent Dearborn filed supplement No. 
28 to his I. C. C. No. 7 putting into effect section 4 charges in 
exact compliance with the order of the court. Compliance with 
that order limited the charges provided in supplement No. 28 
to the parties to the cases in which the restraining order had 
been entered and to the railroads named therein. The charges 
as published in that supplement were the same as those which 
had been displaced by supplements Nos. 26 and 27 of the tariff 
heretofore mentioned, dated to and which did become effec- 
tive September 10. The effect of the court’s order was to require 
the restoration of some of the section 4 charges to the basis in 
existence prior to the filing of the supplements in accordance 
with the Commission’s order of June 2. 

In one of the recitals made by the Commission as reason 
for the order restoring the old basis it said, “and it further 
appearing that the restoration of the former charges on only 
the traffic of said petitioners and interveners by only the car- 
riers defendants in said court case will cause discrimination 
and undue preference and prejudice.” Therefore, the Commis- 
sion said it was ordered “that in so far as the order entered 
herein on June 2, 1936, requires the maintenance of the section 
4 charges therein prescribed on the commodities hereinafter 
named, said order is hereby suspended until the further order 
of the Commission.” 

The Commission September 17 received Sup. 29 to Dear- 
born’s I. C. C. No. 7 restoring, effective the next day, the old 
section four refrigeration charges on perishable commodities 
which was destroyed by the order of the federal court at Chi- 
cago suspending the new charges filed by Dearborn in com- 
pliance with the Commission’s order in No. 20769, charges for 
protective service to perishable freight. 


STORAGE AT NEW YORK 


Opposing the petition of the railroads for rehearing, re- 
argument and reconsideration of Ex Parte No. 104, part VI, 
warehousing and storage of property by carriers at port of 
New York, N. Y., the American Warehousemen’s Association, 
Merchandise Division, has filed a detailed and critical answer 
to the carrier representatives. 

“The Commission’s reports in this proceeding,” says the 
answer, “are explicit and leave no room for misunderstanding 
as to the character of the storage, handling and insurance 
rates and charges which the Commission has found are un- 
lawful. The Commission has not erred, as asserted by 
respondents, in the third paragraph of their petition. a 
It is the furnishing of these warehousing services in such man- 
ner, and at such charges as this record discloses that results 
in the violations of the act, and related acts, and which is 
contrary to sound public policy. 

“The admonitions of the Commission in its previous de- 
cisions have been disregarded. Commercial warehousing serv- 
ices are being performed by respondents, and in a manner 
found to be directly in violation of the act. These services 
are not inextricably bound up with the transportation services 
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which are common carrier duties; they are voluntary and com- 
mercial storage services not required of respondents under 
the act. Respondents have wilfully ignored the Commission’s 
admonitions for nearly three years, and now seek to perpetuate 
these pernicious practices, in spite of the full record replete 
with evidence of discriminations. . . .These commercial ware- 
housing services of respondents are not within their common 
carrier obligations. Their performance is now resulting in 
violations of the act; and these violations can be corrected by 
only one method. The voluntary warehousing services of 
respondents must be performed only at their full cost. Not 
only is this reasonable, but it is what the competitors of re- 
spondents have to do if they remain in business. And only 
by use of this yardstick can the Commission properly secure 
discontinuance of the discriminations being practiced, and 
secure adherence to sound public policy in economical man- 
agement. .Instead of taking property without due process 
of law, the Commission in accordance with the act, is requir- 
ing the cessation of the dissipation of common carrier revenues 
resulting from uneconomical management. There is no pos- 
sible violation of the fifth amendment (of the Constitution) 
in its action.” 

Also opposing grant of the petition of the railroads the 
Boston port authority declares the respondents have been ac- 
corded two full and complete hearings; the matter has been 
twice considered by the full Commission; and the Commission, 
by its order dated June 8, 1936, directed the respondent car- 
riers to cease their violations of the law on or before October 
1, 1936. It is asserted by the port authority that the carriers 
have completely failed to advance a single sound ground for 
their petition. 

“It is therefore respectfully submitted,” says the port au- 
thority, “that the Commission should deny the respondent 
carriers’ petition for rehearing and reconsideration in toto, and 
should take prompt action to compel complete compliance by 
the respondent carriers with the Commission’s order dated 
June 8, 1936. Any further delay by the Commission in en- 
forcing its order will have the effect of approving and con- 
doning deliberate violations of the interstate commerce act to 
the injury and damage of shippers, who are not the recipients 
of these unlawful concessions, and of the respondent carriers, 
who are daily losing revenue through their unlawful practices, 
which financial losses in connection with warehouse and stor- 
age for the year 1931 alone amounted to $1,260,441 (198 I. C. C. 
203), and such losses the carriers of necessity have to recoup 
from their rates and charges for actual transportation services.” 


RATES ON IMPORTED CORN 


Texas grain interests are writing letters of protest to the 
Commission based on advices they have received that railroads 
serving Texas ports have or are about to establish reduced 
rates on imported corn, chiefly from the Argeftine, to points 
in western trunk line territory, particularly Kansas City, Mo. 
The Commission has not yet been advised by Texas lines of 
any intention to make such reductions. It is assumed, however, 
that if proposals of that sort are made they will be a by- 
product of the rate situation brought about by the nine-cent 
lake rate from Montreal to Chicago (see Traffic World, Sept. 
12, p. 469). 

Meyer & Jockusch Trading Co., of Houston, Tex., in a 
letter to the Commission said that if the report about the 
intention of the Texas lines was accurate it seemed to it that 
it was an action that would penalize heavily the Teexas farmers, 
“who had a surplus of corn and other grain, but who will be 
put in the position of having to reduce the price on their com- 
modities in order to compete on an equal basis with corn 
produced in and imported from the Argentine and South 
Africa.” 

“Surely it is unfair for our farmers to be penalized by 
facing rates ranging from 40 to 44 cents,” says the letter, 
“where the imported grain is given the benefit of a 31.5 cent 
rate to Kansas City. Certainly the least that should be done 
is to give the American farmer and shipper an even break on 
the rates with the importer and foreign producer.” 

The Temple Grain & Hay Co., of Fort Worth, Tex., said 
it had been advised by several rail carriers and by the Texas 
Grain & Feed Dealers’ Association that reduced rates had 
been approved to become effective September 1, on imported 
grain moving through Gulf ports of Texas and Louisiana to 
destinations such as Memphis, Cairo, St. Louis and Kansas 
City, the rate to Kansas City having been reduced to 31.5 
cents a hundred on shipments destined beyond, “and we under- 
stand that it has been further recommended that a flat 31.5 cent 
rate to Kansas City be made effective, also to apply to St. 
Joseph, Atchison, Leavenworth and Topeka.” 

“Such a reduction in rates on imported grain is a gross 
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discrimination against United States grain products,” says the 
letter. “Texas farmers in south Texas will have to pay a 40 
cent per hundred rate to Kansas City, whereas the foreign 
farmer will pay a 31.5 cent per hundred rate on similar 
freight haul. It is beyond reason to believe that carriers will 
be able to haul 80,000 pounds of Argentine corn from Hous- 
ton to Kansas City at 8.5 cents per hundred cheaper than they 
will be able to haul native Texas corn. We feel that the Inter- 
state Commerce Commission should give the Texas farmer 
the preferred rate and not the Argentine farmer. Certainly 
ae farmer should at least have competitive freight 
hauls.” 


M. P. REORGANIZATION 
Guy A. Thompson, in Finance No. 9918, Missouri Pacific 
reorganization, has filed a petition with the Commission asking 
ratification of his appointment to be trustee of the Boonville, 
St. Louis & Southern Railway Co. Mr. Thompson is trustee 
for the Missouri Pacific and parts of the Missouri Pacific sys- 
tem. 


WESTERN PACIFIC REORGANIZATION 

The Commission, by division 4, in Finance No. 10913, West- 
ern Pacific Railroad Co. reorganization, has put into the record 
of that proceeding a report by the Commission’s Bureau of 
Accounts of its investigation of the income accounts of the 
Western Pacific for the calendar years 1930 to 1934, inclusive. 
In conducting the investigation the bureau said the accounts 
were analyzed with a view to determining that no amounts 
were included as a debit or credit to income, which properly 
should have been included in other accounts, and that no 
amounts properly includable in income accounts were omitted. 
The bureau said the Commission’s order prescribing the rates 
and accounting procedure which must be observed by carriers 
in accounting for depreciation of equipment, became effective 
January 1, 1935. This order as well as certain legislative 
enactments passed subsequent to December, 1934, the bureau 
said, would necessitate charges to income for depreciation and 
taxes in future years which were not required in the period 
covered by its investigation. In order to indicate the effect 
on income had such order and legislation been in effect in 
the five years ended December 31, 1934, the bureau said, ex- 
ceptions had been prepared to the accounting of the carrier to 
show the amount of adjustments that would be required in 
the income accounts as stated for the period. 


L. & N. E. EQUIPMENT 


The Commission, by division 4, in Finance No. 11291, Le- 
high & New England equipment-trust certificates, has author- 
ized that carrier to assume obligation and liability in respect 
of not exceeding $410,000 of equipment-trust certificates, series 
J, which are to be sold at not less than 103.035 per cent of 
par and accrued dividends in connection with the procurement 
of equipment. The certificates were offered for sale under 
competitive conditions, and Lazard Freres & Co., Inc., bid 
103.035 and accrued dividends, making the cost of money to 
the applicant 2.32 per cent. The proceeds are to be used in 
acquiring 250 fifty-ton steel hopper cars at a unit price of 
$2,057.20, at a total cost of about $515,000. 


Cc. G. W. REORGANIZATION 


The Commission, by division 4, has made a part of the 
record in Finance No. 10772, Chicago Great Western Railroad 
Co. reorganization, the report of an investigation, by the Com- 
mission’s Bureau of Accounts, of the income account for the 
calendar years 1930 to 1934, inclusive, in accordance with the 
provisions of section 77 (c) (11) of the national bankruptcy act. 

As in other reorganization proceedings, the bureau filed 
“exceptions,” as they are called, to the accounts as stated, so 
as to indicate the effect, had they been in operation in the five- 
year period examined, of the social security act and of the 
railroad retirement act and related tax act. 


D. & R. G. W. REORGANIZATION 

The Commission, by division 4, has placed in Finance No. 
11002, Denver & Rio Grande Western Railway Co. reorgani- 
zation, a report of the Bureau of Valuation of its investigation 
of the physical condition of the property of the debtor. The 
Commission is authorized to do this by section 77(c) (11) of the 
bankruptcy act. 

A field inspection investigation was made in June by G. S. 
Douglass, coordinating engineer; L. H. Allen, civil engineer; 
and H. O. Weiss, mechanical engineer. This inspection, said 
a memorandum prepared by the men who made it, was not 
made in great detail but was such as to afford knowledge of 
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the condition of the ways, structures and equipment to supple- 
ment and check records. 

As to bridges, trestles and culverts, the inspector said many 
of the steel bridges had been placed since date of valuation, 
so that they were generally modern and heavy structures. 
Generally speaking, the report says that maintenance is normal, 
although there is deferred maintenance with respect to paint- 
ing and minor repairs in about ten per cent of station and office 
buildings. Shops and engine houses, the report says, to the 
extent of ten per cent, need painting. All the signal and inter- 
locker property, the report says, is well maintained. The report 
says steam locomotives, freight train cars, passenger train cars, 
and work equipment are normally maintained and adequate for 
present requirements. 


LOANS TO RAILROADS 

The Lehigh Valley, in a supplemental application in Finance 
No. 10642, has asked the Commission to authorize the release 
of collateral by the RFC amounting to $8,500,000 covering two 
notes given by the company for $3,000,000, and which is now 
held by the RFC. The Lehigh Valley proposes to pay off these 
notes November 1, the date of maturity. The Lehigh Valley 
expects to obtain funds for paying off these notes from banks 
at a lower cost than the interest which the RFC is charging. 
The latter is charging 4 per cent while the Lehigh Valley ex- 
pects to get money at 3 per cent thereby saving $30,000 a year. 
The applicant, after this reduction is made November 1, will 
owe the RFC $5,500,000. 

The Gainesville Midland Railroad Co., in Finance No. 
11342, has asked the Commission to approve a loan to it by the 
RFC of $98,805.51. The money is desired to pay off debts and 
make improvements in connection with the receivership of the 
Gainesville Midland Railway which is being terminated. The 
property is to be owned by the applicant. The line of the 
applicant, 74 miles in length, extends from Gainesville to Athens, 
Ga. The applicant proposes as security for the loan a closed first 
mortgage on its property together with series A notes, series B 
notes, and first mortgage bonds of the Gainesville Midland 
Railway, for which capital stock of the applicant is to be ex- 
changed or which may be otherwise acquired. 

The Carlton & Coast Railroad Co., in supplemental Finance 
No. 9438, asks the Commission to approve an extension by the 
RFC of the maturities of six notes, maturing in 1936 and 1937, 
to May 1, 1941. The notes total $535,800.24. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 
26793, Carolina Veneer Co., Inc., vs. C. C. & O. et al.; No. 
26559, Alabama Oil Co. of Huntsville, Ala., et al. vs. A. G. S. 
et al.; No. 26511, Wilson & Toomer Fertilizer Co. vs. C. & O. 
et al.; No. 24867, Sub Nos. 1, 2, 4 and 7, Arthur V. Klock Co 
et al. vs. Pennsylvania et al.; No. 23941, Missouri-Kansas Pipe 
Line Co. et al. vs. A. C. & Y. et al.; No. 20212, Desel-Boettcher 
Co. et al. vs. G. H. & S. A. et al.; No. 19954, Gugenheim- 
Goldsmith Co. et al. vs. C. R. I. & G. et al.; No. 19169, Sub 
No. 1, California Cotton Oil Co. et al. vs. A. T. & S. F. et al.; 
No. 26779, International Motor Co. vs. D. & H. et al.; No. 
26638, Albany Packing Co., Inc., vs. Boston & Albany et al.; 
No. 26503, Darling & Co. vs. C. I. & L. et al.; and No. 26467, 
Board of Control of Institutions of Higher Learning vs. A. G. S. 
et al. ’ 


, STATE EMERGENCY CHARGES 


The North Dakota commission, by an order of August 29, 
has extended state surcharges corresponding to the interstate 
charges authorized in Ex Parte 115, except on lignite coal, 
effective September 10 on five days’ notice, according to John 
E. Benton, general solicitor of the National Association of Rail- 
road and Utilities Commissioners. 


SOUTHERN PASSENGER FARES 


Because it has been physically impossible for the tariff 
publishing agents to revise their passenger tariffs on a lower 
fare basis, the Commission, in second supplemental fourth sec- 
tion order No. 12109, coach fares between southern points, has 
extended temporary fourth section relief in that respect to 
January 1, 1937. Petition for an extension of the temporary 
relief, fourth section application No. 16085, was filed by C. B. 
Rhodes, the southern passenger tariff publishing agent, August 
28. 

This temporary relief, now extended to the first day of 
next year, was necessary to enable the southern carriers to 
put into effect the basis of coach fares, 1.5 cents a mile, more 
than a year ago. Ever since that time the southern railroads 
have been working on a revision of fares to bring them into 
conformity with the fourth section. It is a heavy task. The 
thought now is that the work will be completed by the end of 
the year. 
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AUGUST REVENUES ESTIMATE 


A second estimate of operating revenues of Class I steam 
railways for August, made by the Commission’s Bureau of 
Statistics, shows a continuance of the increases in both freight 
and passenger revenue that were shown in the first estimate. 
The increase in passenger revenue in the eastern district in 
which reduced passenger fares were made effective in June, 
was 13.9 per cent. That was the smallest increase in passenger 
revenues in any district or region of the country shown in the 
summary. The increase in the Pocahontas region was 21 per 
cent, in the southern 18.2 per cent, and in the western district 


16.4 per cent. A summary of the estimates as made by the 
bureau follows: 


Total 
Freight Passenger Operating 
Region and District Revenue Revenue Revenues 
Eastern district (95 per cent complete*) : 

(37 out of 53 railways represented) 

August, 1936, estimated.......... $111,167,079 $18,851,627 $141,886,975 

August, 1935, actual............. 91,183,503 16,544,655 118,544,378 

Per cent of increase............ 21.9 13.9 19.7 


Pocahontas region (97 per cent complete*) : 
(3 out of 4 railways represented) 


August, 1936, estimated.......... 19,835,725 535,150 21,071,500 
August, 1935, actual............. 16,556,427 442,186 17,677,633 
Per cent of increase............ 19.8 21.0 19.2 


Southern region (69 per cent complete*) : 
(21 out of 28 railways represented) 


August, 1936, estimated.......... 22,890,117 2,699,590 27,511,236 

August, 1935, actual............. 19,199,781 2,284,475 23,234,839 
Per cent of increase............ 19.2 18.2 18.4 

Western district (66 per cent complete’) : 

(39 out of 59 railways represented) 

August, 1936, estimated.......... 74,367,477 8,834,653 90,664,090 

August, 1035, actual............. 63,320,938 7,590,805 77,742,138 
Per cent of increase............ 17.4 16.4 16.6 





*Percentage of completeness is based on ratio of the 1935 total 
operating revenues in above statement to corresponding totals in final 
report for August, 1935, published last year. 

Note: The above tabulation is made from estimates voluntarily sub- 
mitted by carriers in advance of regular sworn reports which are due 
on September 26. The advance estimates of individual railways are not 
made public. A total for the region and districts is omitted in this 
statement because the totals for the Eastern district and the Pocahontas 


region are more nearly complete than are those for the southern region 
and western district. 


RAILROAD EARNINGS 


The Commission’s summary of the operating revenues and 
operating expenses of Class I railroads for July and for the 
seven months ended with July, 1936, in comparison with like 


periods in 1935, prepared by its Bureau of Statistics, is as 
follows: 





July 
1936 1935 
Average number of miles operated ....... 236,671 237,893 
Revenues: 

NE. ss kc bOK SE Betis EL NoaNess e088 $ 283,943,620 $ 221,100,908 

EC POF ES a ore 39,187,173* 31,597,3047 

ES Pea dilnad pies Vs ve Fia a cdaterts ees 7,507,462 7,339,865 

NN OPE SE eC ee ee 3,407,366 2,561,965 

All other transportation ............. 7,499,180 6,140,093 

SRS 1 ar eee 7,509,139 5,909,863 

Bo a ee 941,991 848,374 

Bo Rh OS 2 251,968 190,818 

Railway operating revenues ...... $ 349,743,963 $ 275,307,554 
Expenses : 

Maintenance of way and structures ... 42,464,048 38,051,067 

Maintenance of equipment ........... 65,514,176 55,828,044 

6 the g SSRs ater igen Ca ReK Us aan 8,842,464 8,165,026 

IN oi orks och wicca ceded Lows 115,702,380 102,069,242 

Miscellaneous operations ............. 3,282,486 2,471,416 

REE, Pc. wasuaede aah cad vee eles s 13,168,895 11,800,474 

Transportation for investment—Cr. 608,597 362,818 

Railway operating expenses ...... $ 248,365,852 $ 218,022,451 
Net revenue from railway operations .... 101,378,111 57,285,103 
MUR WUU (SUM: ROTI oi. 50 nies asses 66 com c'y 4s 27,912,486 19,894,315 

Railway operating income ....... $ 73,465,625 $ 37,390,788 
Equipment rents—Dr. balance ........... 8,328,723 7,483,251 
Joint facility rent—Dr. balance .......... 3,363,138 2,988,194 

Net railway operating income ....$ 61,773,764t $ 26,919,343§ 
Ratio of expenses to revenue (per cent) .. 71.01 79,19 
Depreciation included in operating ex- 

NE 4 kina Lapin me cemeteries bas es 00 16,165,056 $ 16,406,353 
Total maintenance before depreciation ... 91,813,168 77,472,758 
Net railway operating income before de- 

IED: 5-0 5's.o woe WC ERs CoN eet Velie sis 77,938,820 43,325,696 





*Includes $144,164 sleeping and parlor car surcharge 
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tIncludes $706,156 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$5,357,013, itemized as follows: $1,510,745 for taxes under the require- 
ments of the Social Security Act of 1935, and $3,846,268 under the re- 
quirements of an Act approved August 29, 1935, levying an excise tax 
upon carriers and an income tax upon their employes, and for other 
purposes. (Public No. 400, 74th Congress.) 


§Includes credits to General Expenses in the amount of $932,436 on 


account of reversal of charges previously made for liability under the 
Railroad Retirement Act of 1934. 


Seven Months 


1936 1935 
Average number of miles operated ....... 236,974 238,164 
Revenues : 
SRY iW, he Mit ong evaternian og Soe demecus $1,809,660,006 $1,541,441,210 
RS oy st od wing. cfo'wendoeekd oneth 231,555, 784* 202,377, 7937 
rit GaeCeiepoctataveendeareesuenney 53,490,835 52,416,544 
I Baka pane ensadichebionnenenen 32,131,002 29,919,068 
All other transportation .............. 47,924,277 42,222,646 
NE ele sate wh darned ceeakenues 43,230,265 38,290,657 
Joint facility—Cr. .................5. 6,340,033 5,579, 369 
Joint facility—Dr. ................008. 1,659,372 1,403,798 
Railway operating revenues ...... $2,222,672,830  $1,910,843,489 
Expenses: 
Maintenance of way and structures . 259,190,596 221,641,199 
Maintenance of equipment ........... 446,090,317 389,449,783 
OT cnn chn cRithce ried Siw exenanee eons 57,955,064 55,160,395 
TEUMIUIE, « g vcvcccccccdaceccnssess 797,313,920 714,450,540 
Miscellaneous operations ............. 19,925,315 17,169,517 
NE i nied oma deeededeaveeceenere’s 91,619,365 81,849,176 
Transportation for investment—Cr. 2,347,295 1,752,307 
Railway operating expenses ...... $1,669,747,282  $1,477,968,303 
Net revenue from railway operations .... 552,925,548 432,875,186 
pe ears neces 176,579,272 141,206,979 
Railway operating income ........ $ 376,346,276 $ 291,668,207 
Equipment rents—Dr. balance ........... 53,665,478 49,090,497 
Joint facility rent—Dr. balance .......... 22,661,742 20,881,912 


Net railway operating income ...$ 300,019,056f $ 221,695,798§ 
Ratio of expenses to revenues (per cent) . 75.12 77.35 
Depreciation included in operating ex- 


SSS eer eee $ 112,945,326 $ 113,935,796 
Total maintenance before depreciation ... 592,335,587 497,155,186 
Net railway operating income before de- 

IES 5 35S wed wei cinbebadacvameuane 412,964,382 335,631,594 


*Includes $4,185,590 sleeping and parlor car surcharge. 

tIncludes $5,264,965 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$29,732,148, itemized as follows: $10,124,808 for taxes under the require- 
ments of the Social Security Act of 1935, and $19,607,340 under the re- 
quirements of an Act approved August 29, 1935, levying an excise tax 
upon carriers and an income tax upon their employes, and for other 
purposes. (Public No. 400, 74th Congress.) 

§Includes credits to General Expenses in the amount of $6,458,128 
on account of reversal of charges previously made for liability under 
the Railroad Retirement Act of 1934. 


RAIL FINANCIAL ITEMS 


Class I railways in June had a net income of $8,902,459 
as against a deficit in net income of $5,354,012 in June last 
year, and a deficit in net income of $23,756,134 for the six 
months ended with Juhe as against a deficit or $61,548,889 in 
the corresponding period last year, according to the monthly 
statement prepared by the Bureau of Statistics of the Com- 
mission on selected income and balance sheet items of the 
carriers. 

Out of forty-seven carriers with annual operating revenues 
above $25,000,000, 29 had deficits in net incomes for the six 
months ended with June after charging depreciation, while 22 
had deficits before charging depreciation. The following car- 
riers had income after depreciation for the six months ended 
with June as shown: Atlantic Coast Line, $300,678 as against 
a deficit of $450,409 for the same period last year; Chesa- 
peake & Ohio $17,903,747 as against $13,487,586 last year; 
Elgin, Joliet & Eastern $770,480 as against $900,105 last year; 
Erie, including Chicago & Erie, $158,653 as against a deficit 
of $668,000 last year; Grand Trunk Western, $975,229 as against 
a deficit of $197,715 last year; Lehigh Valley, $29,682 as against 
a deficit of $417,234 last year; Louisville & Nashville, $3,304,018 
as against $1,465,021 last year; New York Central, including 
Boston & Albany, $360,864 as against a deficit of $4,160,013 
last year; New York, Chicago & St. Louis, $1,139,037 as 
against $7,465 last year; Norfolk & Western, $14,482,962 as 
against $9,934,057 last year; Pennsylvania, $11,763,894 as 
against $10,126,169 last year; Pere Marquette, $1,169,983 as 
against $337,177 last year; Pittsburgh & Lake Erie, $1,832,052 
as against $1,340,521 last year; Reading Co., $2,944,465 as 
against $2,587,038 last year; Southern, $46,103 as against a 
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deficit of $2,545,610 last year; Southern Pacific Transportation 
system, including Southern Pacific Co. and Texas & New Or- 
leans, $113,912 as against a deficit of $3,323,895 last year, with 
the notation that the operation of all separately operated solely 
controlled affiliated companies resulted in a net deficit of 
$1,898,058 for six months of 1936 and $1,957,392 for last year, 
these figures not being reflected in this statement; Texas & 
Pacific, $525,752 as against $106,606 alst year; Union Pacific 
$2,976,519 as against $3,578,382 last year. 

Detailed statistics covering selected income and balance 
sheet items for six months and balances at the end of June 


follow: 
For the six months of 
Income Items 1936 1935 





1. Net railway operating income ..$ 238,243,936 $ 194,776,453 
SEE PE Ee 71,514,195 78,479,495 
3. Total income TOS ye Paes 309,758,131 273,255,948 
4. Miscellaneous deductions from income . 9,624,338 8,836,639 
5. Income available for fixed charges .. 300,133,793 264,419,309 
6. Fixed charges: 

6-01. Rent for leased roads ...... 67,052,625 66,594,119 

6-02. Interest deductions ........ 249,486,725 252,051,503 

6-03. Other deductions ........ = 1,318,886 1,305,886 

6-04. Total fixed charges ...... 317,858,236 319,951,508 
A Income after fixed charges ss 17,724,443* 55,532,199* 
8. Contingent charges 6,031,691 6,016,690 
9. Net income? 23,756, 134* 61,548, 889* 
10. Depreciation (Way and structures and 

Equipment) ~ Pie N 96,779,537 97,529,073 

11. Federal income taxes .............. 11,506, 782 7,945,066 
12. Dividend appropriations: 

12-01. On common stock 37,496,595 46,685,339 

12-02. On preferred stock 13,202,911 8,126,902 


Balance at end of June 
Selected Asset Items 1936 1935 
13. Investments in stocks, bonds, etc., other 
than those of affiliated companies (To- 








tal. Account 707) .$ 687,858,373 $ 738,204,562 
oe ae ee i de att 417,822,431 379,874,552 
15. Demand loans and deposits ............ 3,801,151 11,200,532 
16. Time drafts and deposits ........... sie 32,368,706 24,714,593 
i ED EE none wis ab awivn meadvns sai 128,647,760 77,407,063 
18. Loans and bills receivable ............ 2,726,699 4,100,782 
19. Traffic and car-service balances receiv- 

NS aba Vw ripe dvkswas'es be Khe ene Sees 61,349,852 56,449,962 
20. Net balance receivable from agents and 

LES EE eae. See 50,875,534 44,760,595 
21. Miscellaneous accounts receivable ..... 142,150,010 137,820,974 
22. Materials and supplies ............. 297,537,842 301,923,076 
23. Interest and dividends receivable .. 27,247,270 33,338,659 
24. Rents receivable .............. 2,308,553 2,243,177 
ra 6,351,289 4,502,775 
26. Total current assets (items 14 


to 25) ...................$1,173,187,097 $1,078,337,740 





Balance at end of June 
Selected Liability Items 1936 1935 








27. Funded debt maturing within 6 monthst.$ 138,929,438 $ 160,255,348 
28. Loans and bills payables Teer 342,192,107 
29. Traffic and car-service balances payable 80,019,353 72,301,371 
30. Audited accounts and wages payable 237,459,390 224,156,713 
31. Miscellaneous accounts payable 97,459,081 64,439,422 
32. Interest matured unpaid ..... 498,686,834 381,174,617 
33. Dividends matured unpaid ..... 11,409,201 13,915,655 
34. Funded debt matured unpaid .. 462,312,209 332,215,336 
35. Unmatured dividends declared ..... 10,763,360 10,940,942 
36. Unmatured interest accrued .. 92,011,959 92,543,135 
37. Unmatured rents accrued ............. 25,235,795 23,367,198 
38. Other current liabilities .. 25,753, 467 23,268,507 

39. Total current liabilities (items 
28 to 38) $1,785,835,415 $1,580,515,003 

40. Tax liability (Account 771): 

40-01. U. S. Government taxes 61,112,360 34,800,427 

40-02. Other than U. S. Government 
ED PSN lieth its ac ebb letate eWay Whew Rie oe 135,995,580 137,487,517 


{The net income as reported includes charges of $1,472,056 for 
June, 1936, and $8,620,018 for the six months of 1936 on account of 
accruals for excise taxes levied under the social security act of 1935; 
also $3,704,605 for June, 1936, and $15,772,458 for the six months of 
1936 under the requirements of an act approved August 29, 1935, levy- 
ing an excise tax upon carriers and an income tax upon their em- 
ployes, and for other purposes. (Public No. 400, 74th Congress). The 
net income for June, 1935, includes credits of $1,087,941 and for the 
six months of 1935 credits of $5,517,768, on account of reversal of 


charges previously made for liability under the railroad retirement act 
of 1934. 
tIncludes payments which will become due on account of principal 
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of long-term debt (other than that in Account 764, Funded debt ma- 
tured unpaid) within six months after close of month of report. 
§Includes obligations which mature not more than 2 years after 
date of issue. 
*Deficit or other reverse items. 


TERMINAL ALLOWANCE ORDERS 


The Commission, by division 2, by order that postponed 
the effective date of its order in various parts of Ex Parte No. 
104, part II, terminal services, from October 15 to December 
15, the postponements having been made on petitions of the 
companies interested. The postponements were made pend- 
ing consideration of petitions and motions for rehearing. These 
particular cases have not been taken to court to test the 
validity of the Commission’s order. Filing of petitions for 
rehearing, however, is understood to be the formal step look- 
ing the taking of the cases to the courts, if rehearing is de- 
nied. The orders that have been postponed are those entered 
in the following: 

Fifty-first supplemental report, Midvale Co. terminal al- 
lowance; fifty-second supplemental report, Acme Steel Co. 
allowance; fifty-third supplemental report, A. O. Smith Cor- 
poration allowance; fifty-fourth supplemental report, Warren 
Foundry & Pipe Co. allowance; fifty-fifth supplemental report, 
A. E. Staley Manufacturing Co. allowance; fifty-sixth supple- 
mental report, Chicago By-Product Coke Co. allowance; and 
fifty-seventh supplemental report, American Steel Foundries 
allowance. 





FOURTH SECTION ORDER 3700 


Necessity for its continuance having disappeared, the Com- 
mission, by order has vacated, effective November 3, fourth 
section order No. 3700, entered February 3, 1914, and amend- 
ments thereto. In that order, as amended, carriers were 
authorized to make changes in rates covered by applications 
filed within the six months’ period following the passage of 
the amendment of June 18, 1910, to section 4 of the interstate 
commerce act under the conditions set forth in the order, and 
to continue such rates until the determination of the applica- 
tions as provided in section 4. 

Practically all the 1910 applications have been disposed 
of by the Commission. In a few instances orders disposing of 
the 1910 applications have not yet become effective. There 
are, therefore, no longer in existence rates which could be 
changed by authority of order No. 3700. Therefore the neces- 
sity and justification for the continuance of the relief afforded 
by that order, said the Commission in vacating it, was no 
longer present. 

In instances where changes have been made in rates in- 
cluded in 1910 applications by authority of fourth section order 
No. 3700, and orders denying such applications have not yet 
become effective, rates established by the authority of order 
No. 3700, the Commission says, may be continued in force until 
the effective date of the orders denying the application. 


SCOURED WOOL TO MARTINSBURG, W. VA. 


At the hearing in docket No. 27460, Dunn Woolen Com- 
pany vs. Baltimore and Ohio, before Examiner J. Edgar Smith 
at Chicago September 14, P. E. Apperson, testifying for the 
complaining company, said a rate of 62 cents on scoured wool 
from seaboard cities to Martinsburg, W. Va., where the plant 

f the Dunn company is located, was unjust and unreasonable. 

o uphold this contention he cited rates on other and compa- 
rable commodities from the seaboard to the same destination 
that, he said, yielded considerably lower revenues to the rail- 
roads. He also put in the record rates on wool between other 
points to add weight to his allegation that the level of the 62- 
cent rate paid by his company was too high. He said he thought 
a rate of 44 cents would be about right and asked the Com- 
mission to order that rate put in. He also asked for reparation 
of approximately $5,000 on some 200 carloads that had been 
shipped under the 62-cent rate. 

R. J. Beggs, assistant to the freight traffic manager, Balti- 
more and Ohio, countered with other rate exhibits showing 
earnings on the traffic involved as compared with those on 
brick, ground limestone, glass sand, cement and other heavy 
loading, low-grade commodities, each of which, he alleged, 
yielded a higher car-mile revenue than wool from the seaboard 
to Martinsburg. He insisted there had been no showing that 
the present rate was-unreasonable. The traffic in question, 
he pointed out, moved under second class rates at a 10,000- 
pound minimum, and he insisted that, for such a light loading 
commodity, a second-class carload rate was all that could be 
asked. In the whole of the Official Classification, he said, only 
certain kinds of barrels and boxes took a rating as low as 
third class, carload, among commodities that loaded so lightly 
as to require a minimum of only 10,000 pounds. 
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Formal Procedure Before the I. C. C. 


Thirty-third of a Series of Thirty-six Articles on Industrial Traffic 
Management, by G. Lloyd Wilson, Professor of Transportation and 
Public Utilities, University of Pennsylvania, and Chairman, Com- 
mittee on Education and Research, Associated Traffic Clubs of America. 


ORMAL procedure before the Interstate Commerce Com- 
Psion begins, like informal procedure, with a complaint 

alleging an act or acts of commission or omission of a 
carrier or carriers subject to the interstate commerce act 
alleged to constitute a violation of the act. 

The rules of practice before the Commission provide that 
formal complaints must conform to the regulations governing 
all papers filed in proceedings under the rules of practice, 
whether typewritten or printed. Detailed specifications are 
provided by Rule XXI. The complaints must show the names 
and addresses of all the complainants and of all the defendants 
without abbreviations. The name and address of the attorney 
of the complainant must be shown, if complaint is made through 
counsel. The complaint must be subscribed to (signed) by one 
of three persons—the complainant himself or by one of the com- 
plainants, if there are more than one; by an officer of the com- 
plainant, if it is a corporation or other type of organization 
authorized to make complaint under the interstate commerce 
act; or by an attorney or practitioner, duly authorized to prac- 
tice before the Commission under its rules, for the complainant. 

The facts alleged in the complaints must be verified under 
oath by or on behalf of the complainants by officers or attorneys 
authorized to act for them. If a complaint is signed or if the 
facts are verified by anyone other than the complainant or an 
officer of the complainant corporation, the reasons why it is 
made by another and the power of attorney or authority granted 
to prosecute it or to make the verification must be filed with it. 

A sufficient number of copies of each formal complaint must 
be filed with the Commission to enable it to serve one copy on 
each defendant and retain three copies for its own use. Copies 
of complaints are served by the Commission on defendants by 
leaving a copy with the designated agent of each carrier in- 
volved in the complaint. Each carrier subject to the interstate 
commerce act is required to designate such an agent resident 
in Washington to receive service on behalf of its principal. 
If any carrier defendant in a complaint has failed to designate 
such an agent, service may be had by posting a copy of the 
complaint in the office of the secretary of the Commission. 

Complaints must be sufficiently explicit and complete to 
inform the defendants and the Commission exactly how the 
interstate commerce act has been or will be violated and the 
precise nature of the relief sought. 

If two or more grounds of complaint involve the same prin- 
ciple, subject matter, or facts, they may be included in a single 
complaint. If this is done, each ground of complaint must be 
separately numbered. 


The various matters of which complaint is made should be 
indicated by specific reference to the tariffs in which the rates, 
fares, charges, classifications, regulations or practices appear, 
whenever it is possible to make such explicit reference; if any 
of the things complained of violate two or three sections of the 
interstate commerce act, the facts alleged to constitute viola- 
tions of the separate sections should be stated separately, when- 
ever that can be done by specific reference and without undue 
repetition. 

Since the burden of proof to sustain the reasonableness of 
rates increased since January 1, 1910, must be born by the 
carriers, cases in which violation of section 1 is alleged should 
show whether or not the rates, fares, or charges of which com- 
plaint is made have been increased since that date. 

If the complaint alleges violation of section 2, of the 
interstate commerce act, the special rate, rebate, drawback. 
or other illecal device comnvlained of should be specified. 

Complaints based on allev~7 undue or unreasonable pvrefer- 
ence, advantage or disadvantage in violation of section 3, of the 
act, must indicate the particular person, locality, or description 
of traffic affected by the arrangement. 

Cases that involve violation of section 4, of the act, must 
present the facts with respect to the compensation actually 
charged or received and indicate that this section was violated 
by the collection of the charges. _ Allegations should be sup- 
ported by appropriate tariff provisions. 

Complaints that seek to recover damages must also contain 
the following additional data: 

1. That a claim is made for reparation. 


2. Names of the individual claimants seeking reparation. 
3. Names of the defendants against whom claims are made. 


4. Information with respect to the commodities transported, the 
rates applied, the dates when the transportation charges were paid, 
the person paying the charges, and the person bearing the charges. 

5. Time within which or the dates on which shipments were 
made. 

6. Dates when the shipments were delivered or tendered for de- 
livery. 

7. Points of origin and points of destination, either stated spe- 
cifically or, in cases where numerous points of origin and destination 
are involved, the defined territories or rate groups should be indicated. 

8. Routes over which shipments move. 

9. Nature and amount of injury sustained by each claimant. 

10. Authority by.which complaint is made on behalf of others than 
the complainants, in cases where reparation is sought on behalf’ of 
others. 


Tolling the Statute of Limitations 


Complaints in which the complainants allege that matters 
complained of, if continued, will constitute violations of the 
interstate commerce act in the ways and to the extent indi- 
cated in the complaint, and that pray for reparation on all 
shipments affected that may move while the proceedings are 
pending are considered by the Commission to be in compliance 
with the statute of limitations. It is necessary in such cases 
that the transportation charges be borne and paid by the com- 
plainants. 

Proof of Damage and Reparation 


In cases where general rate adjustments are challenged or 
numerous shipments or points of origin and destination are 
involved, the Commission pursues the policy of hearing the 
complaints to determine the injuries suffered by the complain- 
ants and their rights to reparation. After these things have 
been determined, the Commission affords the parties an oppor- 
tunity to agree or to submit proof with respect to the ship- 
ments and the amount of reparation due under the Commission’s 
findings before entering orders awarding reparation. Freight 
bills and other exhibits showing the details of the shipments 
and the amount of reparation due are not required by the Com- 
mission to be produced at the hearings on the complaints unless 
this information is called for in order to develop other per- 
tinent facts. 

Reparation will not be awarded by the Commission unless 
it is specifically prayed for in the complaints, except under 
unusual circumstances and for good causes shown. New com- 
plaints, however, may be filed with the Commission based on 
the findings in the original proceedings specifically requesting 
reparation. 

Supplemental Complaints 


Supplemental complaints may be made by the complainants 
in proceedings against the same defendants included in the 
original complaints. These supplemental complaints must set 
forth any causes of action under the interstate commerce act 
that have occurred since the filing of the original complaints. 
The Commission, if it grants leave to file supplemental com- 
plaints, files and serves them on the defendants in the same way 
original complaints are filed and served. If practicable, the 
supplemental complaints are heard and disposed of in the 
same proceedings as the original complaints. If the supple- 
mental complaints seek the recovery of damages they, of 
course, must be filed within the statutory period provided for 
the filing of any complaints. 


Answers 


Answers to complaints, like the complaints, must be made 
in the form prescribed by the rules of practice. Usually, they 
must be filed within twenty days after service of the com- 
plaints, but extra time is allowed defendants whose general 
offices are in the far west. The periods may be shortened or 
extended by the Commission in its discretion. Failure to file and 
serve answers within the period set amounts to default, and 
issue is joined without answer. 

Answers must be full and complete so as to advise the 
complainants and Commission as to the nature of the defense to 
be followed Each material allegation of the pleading should 
either be answered or denied. 

Answers to petitions to intervene or to amended com- 
plaints need not be separately made unless the defendants elect 
to do so, but, if they are made, they must be filed and served 
promptly. 

If the answers of the defendants deny alleged unjust dis- 
crimination under section 2 or undue preference or prejudice 
under section 3, the grounds relied on must be fully stated. 
If departures from section 4 are alleged in the complaints, the 
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answers must plead the particular orders of the Commission 
protecting the orders, if any have been made. 

The Commission’s policy is to require the narrowing of issues 
whenever possible. If affirmative defenses are made, they 
must be separately stated and numbered. Counterclaims and 
set-offs by carriers against shippers are not within the jurisdic- 
tion of the Commission and, therefore, must not be made in 
answers to complaints. Cross complaints that alleged violations 
of the act by or seek relief against other carriers parties to 
the proceedings may be included with the defendants’ answers. 
On leave granted, cross complaints are filed and served by the 
Commission and heard and disposed of in the same proceedings 
with the formal complaints to which they are related. 

If the defendants satisfy the formal complaints either before 
or after answers have been made, statements signed by the 
opposing parties indicating when and how they have been 
satisfied must be filed with the Commission. 


Service 


Service of complaints and other pleadings of complainants 
and interveners is made on the adverse parties by the Commis- 
sion after a sufficient number of copies have been furnished 
to it. Answers and other pleadings not served by the Commis- 
sion must show service on parties to the proceedings. Service 
must be made by delivering a copy of the document to each 
party, either by delivering it in person or by mailing it, prop- 
erly addressed with postage prepaid. When parties have ap- 
peared in the cases by attorney, service on the attorneys is 
considered equivalent to service on the parties. 

Amendments to any pleading in cases before the Commis- 
sion may be permitted or denied in its discretion. 


Hearings 


After the complaints and answers have been made and 
other pleadings have been filed necessary to join the issue, or 
after the defendants have failed to answer, the Commission 
assigns a time and place for hearing the cases, either before 
the Commission as a whole, or before a single commissioner, 
or before one of the Commission’s examiners. 

At the hearings the complainants, applicants, protestants, 
or respcndents open and close the testimony, except in hearings 
on the Commission’s own motion in which the Commission 
opens and closes. The Commission or presiding commissioner 
or examiner may prescribe a different order of procedure and 
designate the one to open or close the hearings. Interveners 
follow the parties on whose behalf the intervention is made and, 
in cases where the intervention does not support either original 
party, the presiding officers designates the stage of the hearing 
when it is to be heard. 


Witnesses are examined, orally under oath on direct tes- 
timony and cross-examination, by opposing counsel before the 
Commission, commissioner, or examiner presiding, unless deposi- 
tion are taken. Subpoenas requiring the attendance of wit- 
nesses at hearings in any place in the United States may be 
issued by any member of the Commission. Subpoenas duces 
tecum requiring witnesses to be present at hearings and to 
bring documents required are issued by the Commission on 
requests in writing by the parties requesting the production of 
the books, papers, or other documentary evidence. The ap- 
plication must stipulate the documents required and the rea- 
sons they will be of service in the adjudication of the com- 
plaints. Subpoenas are served by United States marshals or 
their deputies in the same manner as other federal processes 
are served. 


Witnesses summoned to hearings before the Commission 
are entitled to the same fees and expenses as are paid for the 
attendance of witnesses in proceedings before the United States 
courts, which ar paid by the parties at whose instance the 
testimony is taken. 


Documentary evidence contained in books, papers, or other 
publications that contain also matter not material or relevant 
to the case at issue must be marked so as to identify the matter 
that is to be offered in evidence. If the irrelevant or im- 
material matters would encumber the record, the pertinent mat- 
ter can be read into the record, after the documents have been 
offered in evidence and marked for identification, or a true copy 
of the material desired to be introduced may be received as 
an exhibit, if the presiding commissioner or examiner elects. 
If this method of introducing documentary testimony is per- 
mitted, copies of the matter must be delivered to the opposing 
parties. They must receive an opportunity to examine the 
whole document from which the exhibit is taken, and, if they 
find other portions material and relevant, they may introduce 
this material in the same way. 

In cases where matter contained in reports or other docu- 
ments on file with the Commission (except tariffs) is desired 
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to be introduced in evidence, the documents need not be pro- 
duced nor marked for identification. Matter contained in tariffs 
on file with the Commission may be offered in evidence by 
specifying it so that it may be identified readily, subject to check 
by reference to the original tariffs on file with the Commission. 

Exhibits introducing evidence as to rates, charges, or other 
tariff matters must indicate the tariff authority by I. C. C. refer- 
ence number. If distances are used, the lines or routes and 
junction points must be indicated with the authority for the 
distances. 

In all cases where documentary evidence is offered, copies 
of the exhibits or other documentary evidence must be furnished 
to counsel for the opposing parties and copies must be furnished 
for the use of the Commission unless otherwise ordered by the 
commissioner or examiner before whom the hearing is con- 
ducted. Whenever practicable, exhibits should be exchanged 
by the parties prior to or at the opening of the hearings. 
Exhibits must conform to specifications provided for in the 
Commission’s Rules of Practice.’ 


At the discretion of the officer presiding at the hearings and 
when agreed on by the parties at or after the hearings, docu- 
mentary evidence may be received as part of the record of 
cases within the time fixed by the presiding officer; this must, 
however, be not less than ten days before the date fixed for 
the filing and serving briefs. Documents, letters, or other writ- 
ings are not received in evidence or considered in any case 
after the close of the testimony, except as stated above or as 
may be expressly permitted in particular instances by the Com- 
mission. 

Briefs 


After the close of the hearings, the parties may file briefs 
in the form prescribed by the Commission’s rules of practice. 
The briefs are required to show the dates on the front covers or 
title pages, an abstract of the evidence arranged by subjects, 
and reference to the pages of the record or exhibits where the 
evidence appears. The briefs should make request for the 
specific findings the parties believe the Commission should 
make. 


The briefs should not reproduce exhibits, but they may be 
reproduced in appendixes to the brief. The analyses of the 
exhibits should be included in the abstracts of the evidence 
arranged under the subjects to which they pertain, followed by 
the statement of the cases and preceding the argument. Briefs 
of more than twenty pages are required to contain subject 
indices with page references on the front flyleaves. The subject 
indicates must be supplemented by lists of cases cited, arranged 
in alphabetical order, with references to the pages on which the 
citations appears. Maps are desirable additions to briefs in 
cases alleging misrouting, undue prejudice, or preference to 
any locality as contrasted with others, or other rate relation- 
ships. 


Briefs must be filed with the Commission and served 
on the adverse parties within the time fixed by the Commission, 
except in cases where the Commission grants special permis- 
sion for later filing. ‘They must be accompanied by notice 
showing service on all other parties or attorneys appearing at 
the hearings or on briefs. Twenty copies of briefs must be 
provided for use of the Commission. Written petitions for 
extension in the time for filing briefs must be made at least 
seven days before the time fixed by the Commission for filing 
briefs, except in cases where the parties and their attorneys 
making the request are located in the far west. In such a 
case the application must be made at least eight days before 
brief date. 

Oral Argument 


If the parties wish to have oral argument before the presid- 
ing commissioner or examiner at the close of the hearings, they 
are required to notify the presiding officer at or before the 
opening of the hearings. Arrangements may then be made 
to hear the arguments within the time limits set by the com- 
missioner or examiner presiding. The oral arguments are 
stenographically transcribed and bound with the transcripts 
of testimony introduced at the hearings. These arguments 
are used, together with the testimony, by the Commission in 
considering the cases. Oral arguments after the hearings do 
not preclude the parties from applying later for the privilege 
< arguing the case before the full Commission or a division 
of it. 

Proposed Reports 
After the close of the hearings and the expiration of the 


time set for filing briefs, the examiner conducting the case pre- 
pares a proposed report containing: 





*Rule XIII (e), (h) and (i). 
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1. A statement of the issues. 

2. A statement of the facts in the case. 

3. The findings and conclusions he thinks should be made by the 
Commission. 


__ Copies of the proposed reports are mailed to the parties or 
their attorneys who appeared in the cases at the hearings or on 
briefs. In general investigation cases, copies of the examiners’ 
proposed reports may be mailed, in the discretion of the Com- 
mission, to other parties whose appearances are noted of 
record, though they may have offered no testimony or sub- 
mitted no briefs. 

Exceptions to a proposed report of an examiner may be 
made and briefs in support of the exceptions contained in one 
document may be filed with the Commission by any party 
within twenty days after service of the proposed report. Copies 
of the exceptions and briefs are served on the adverse parties 
at the same time. 

Reply briefs to the exceptions may be filed with the Com- 
mission and served on the parties within ten days after the date 
fixed for the expiration of the time within which exceptions 
to the proposed report and briefs may be filed. Extra time 
for filing and serving exceptions, exception briefs, and reply 
briefs is allowed parties or attorneys in the far west. 

Exceptions to examiners’ proposed reports must be specific 
both as to the facts and matters of law to which exceptions 
are taken. If exceptions are to matters of law or the conclu- 
sions, the grounds relied on must be stated separately, if excep- 
tions are taken to statements of fact, references must be made 
to the specific pages or parts of the record of testimony and 
corrected statements of fact must be included. 

Examiners’ proposed reports as to statements of facts and 
the issues become the basis of the Commission’s reports in the 
caes in the absence of sustained exceptions or ascertained 
errors. 

Further Hearings 


Applications for further hearings before the final submis- 
sion of the cases or for the reopening of proceedings after final 
submission must be made by petitions. Applications for rehear- 
ings, rearguments, or reconsideration of decisions are made in 
the same way. The petitions must state specifically the 
grounds relied on by the parties making the applications. They 
must be filed with the Commission and served on all parties 
or their attorneys who appeared at the hearings of oral argu- 
ments, or on briefs. If the applications are based on additional 
evidence, the petitions must indicate the nature and purpose of 
the evidence to be introduce. The evidence must not be merely 
cumulative evidence on the same points. If the applications 
ar based on erroneous conclusions, the grounds must be indi- 
cated clearly. Second applications on the same grounds are 
not entertained. 

Decisions and Orders 


After the report of the presiding commissioner or ex- 
aminer has been made and exceptions and arguments have been 
considered, the Commission or a division of it, or an individual 
commissioner to whom the matter has been assigned makes 
the report of the Commission. Dissenting opinions of com- 
missioners, if there are any, are recorded, and the decision and 
formal order of the Commission are then made. If petitions 
for rehearing, reargument, or review are granted, these matters 
are handled in the same way as the original hearings or argu- 
ments. The final report of the Commission is made and repara- 
tion awards are ordered if found to be due. 

Appeals of affirmative orders of the Commission may be 
made by the parties affected to courts of competent jurisdiction 
on legal but not factual grounds. Hearings are conducted 
before the court in which the interests of the Commission are 
handled by the chief counsel of the Commission and its legal 
staff. After the courts have made their decisions, appeals may 
be taken to the higher courts of review, and, finally, appeals 
may be taken to the U. S. Supreme Court, if it chooses to 
review the cases on appropriate writs. 

Orders of the Interstate Commerce Commission, if not 
attacked or if upheld by the decisions of the courts of com- 
petent jurisdiction, are @nforced by the U. S. district attorneys 
under the direction of the Attorney General of the United 
States. 


2Interstate commerce act, section 16, paragraphs (7) to (12) in- 
clusive. 


HEARING POSTPONED 


Hearing in docket No. 27540, Milwaukee, Rockford and 
Southwestern Railroad Co. vs. Alton et al., scheduled before 
Examiner J. Edgar Smith at Chicago, September 17, was post- 
poned to the following day because the cases set before the 
same examiner on the day before carried over. 
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COMMERCE ACT STUDY COURSE 


The entire issue of the Trafficgram for September is de- 
voted to an outline of a study course in the interstate commerce 
act. The Trafficgram is a publication edited by the committee 
on education and research of the Associated Traffic Clubs of 
America and is published under the auspices of the associa- 
tion. G. Lloyd Wilson is chairman of the committee. 

The outline was prepared by the committee on education 
and research in response to suggestions made at a discussion of 
traffic club activities at the New Orleans convention of the 
association last April. The committee, in its introduction to 
the outline, points out that the outline “is not intended as an 
exhaustive syllabus upon the interstate commerce act, as many 
valuable legal and economic treatises have been written. On 
the contrary, this outline is designed to serve as a guide to the 
elementary study and discussion of the act for the use of indi- 
vidual students or groups of students who are interested in 
the application of certain aspects of the act. . . . The course 
can be readily adapted to suit the needs of individuals by omit- 
ting or consolidating certain of the topics which, for various 
reasons, are of less importance to some than to others.” 

Accompanying the outline are topical digests of parts I and 
II of the act. Selected bibliographies are listed under each 
assignment, of which there are fifteen covering part I of the 
act and six covering part II. The assignment topics are as 
follows: 

. Interstate commerce. 

. Carriers subject to the interstate commerce act. 
. Car service. 

Undue preference and prejudice. 

. Special rates and rebates. 

Embargoes. 

. The regulation of rates. 

. Publication of tariffs. 

. Payment and collection of freight charges. 
. Carrier liability. 

. Claims against carriers. 

. Valuation and rate bases. 

13. Regulation of accounts and finance. 

14. The Interstate Commerce Commission 

15. Commission procedure. 

16. The motor carrier act (general outline). 

17. Congressional policy, types of carriers, and duties of the 
Interstate Commerce Commission. 

18. Certificates, permits, and licenses. 

19. Rates and charges of motor carriers. 

20. Accounts, finance, insurance, and consolidation of motor car- 
riers. 
21. Bureau of motor carriers procedure. 


In a letter accompanying the outline, H. S. Snow, presi- 
dent of the association, says: 

“We hope that the educational activities of the member 
clubs will continue to expand and that a growing interest will 
bring a demand for additional studies dealing with the various 
phases of transportation.” 


SOLICITORS AND CIGARS 


Editor The Traffic World: 

I may seem a bit rabid in my opinion about the use of 
cigars by some railroad solicitors, but so many unintended 
insults have been offered me in this respect that maybe you 
can condone my breaking into print on the subject. 

There is the fellow in particular who always seems to have 
lighted an unfresh cigar butt just before coming into my office 
—a fresh cigar is probably such a luxury to him that one can 
understand, if not appreciate, the high regard in which he holds 
the cigar he endeavors to insinuate upon you. 

Then there is the guy who slides a cigar onto your desk in 
a manner that suggests his belief that a crime is being com- 
mitted. At that, he may be right, for he is certainly murdering 
his job and the respect in which you might hold him. 

Also the chap who carries an obvious pocketful of cigars 
when he comes into yolir office should get a kick in the pants. 
One would be justified in thinking him a salesman for cigars 
but not transportation service. 

Some day I hove that some railroad executive will get a 
bright idea and set his solicitors to studying The Traffic World 
and Bulletin or classification dockets for the purpose of discov- 
ering if the traffic manager on whom such solicitors call might 
possibly be interested in ideas about freight rates instead of 
only cigars. 


BrScanrsneene 


L. E. Whitney, The Whitney Company. 
Chicago, Ill., Sept. 17, 1936. 


i. C. C. PRACTITIONERS 
The following have been admitted to practice before the 
Commission: Frank E. Lang, Brookings, S. D.; Abraham S. 
Robinson, New York, N. Y. 
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RAIL PENSION PROBLEMS 


Due to the fact that_the so-called railroad pension taxing 
act, which levies an excise tax on railroads and an income tax 
on their employes, provides that the taxes imposed by it shall 
not apply to any compensation received or paid after February 
28; 1937, the Seventy-fifth Congress at its session beginning 
January 4 will have to enact a new taxing act before February 
28 if it decides to make an effort to continue in effect legis- 
lation of that character. 

The taxing act, part of the legislative scheme embracing 
also the railroad retirement act designed to get around the 
decision of the Supreme Court of the United States holding un- 
constitutional the first railroad retirement act passed by Con- 
gress in June, 1934, has been declared unconstitutional by the 
federal district court of the District of Columbia, and the gov- 
ernment has taken the hecessary steps to bring that decision 
before the Court of Appeals of the District of Columbia for 
review. Later a move may be made to take the case directly 
to the Supreme Court of the United States as was done in the 
case involving the first pension act. This litigation involves 
also the constitutionality of the railroad retirement act. The 
district court, however, did not pass on the constitutionality of 
that act as it did on the taxing act. 

Following the decision of the district court the Railroad 
Retirement Board, after a conference with President Roosevelt, 
decided to certify to the U. S. Treasury for payment pensions 
for retired railroad employes found eligible to receive pensions 
under the retirement act which provides for payment out of a 
fund appropriated therefor by Congress. Payment of a number 
of pensions has been begun. It was intended that the Treasury 
should be reimbursed for the pension payments by the taxes 
levied by the taxing act. Under the decision of the district 
court the railroads are not paying to the Treasury the taxes 
imposed on them and the taxes imposed on the employes are 
being held by plaintiff carriers in special accounts under 
the order of the district court “until the final determination 
of all appeals in this cause.” 

It is possible, it is pointed out, that Congress may not 
enact a new pension tax act pending a decision by the Supreme 
Court in the case involving both the retirement act and the 
taxing act, or it is possible a new pension legislative scheme 
may be devised. Congress was “sold,” it is pointed out, on 
the present pension scheme, due to its understanding that, 
though it was providing for appropriations from the federal 
treasury to pay the pensions, the treasury would be reimbursed 
therefor under the taxing act tax accruals. If the taxing act 
is declared unconstitutional by the Supreme Court and that 


court does what the district court did—let the retirement act. 


alone—Congress will then face squarely the issue of repealing 
the railroad retirement act or permitting. it to remain on the 
books. If it does the latter, it is pointed out, it will have 
adopted the policy of paying pensions to particular groups of 
persons from the federal treasury from borrowed money or 
money collected by general federal taxation. Congress could 
refuse to make another appropriation for the payment of pen- 
sions. 

Another complicating feature of the rail pension situation 
is that the taxing act, now void under the district court de- 
cision, exempts the railroads from the taxes imposed by the 
social security act for old-age benefits. This was done because 
the railroad employes were to be taken care of under the rail 
pension legislation. The railroads, exempted from the payment 
of taxes imposed by the pension taxing act under the district 
court decision, are facing the question of whether they will have 
to make payments January 1 under the requirements of the 
security act for old-age benefits, due to the fact that the tax- 
ing act has been declared invalid. 

On the other hand the railroad retirement act, which has 
not been declared unconstitutional, takes the railroad employe 
out of the social security act with respect to old-age benefits. 
As the situation now stands, therefore, the railroads apparently 
may ‘be required to pay the taxes imposed by the social security 
act for old-age benefits while the railroad employes, under the 
railroad retirement act, cannot receive such security act bene- 
fits, and further are exempted from paying the taxes employes 
must pay under the social security act. 

It is expected that this situation will be brought to the at- 
tention of Congress as soon as it meets next January. 

A plan has been worked out by the Railroad Retirement 
Board, with the approval of the Acting Comptroller General 
of the United States, under which railroad employes sixty-five 
years of age or older may save their rights under the railroad 
retirement act notwithstanding their continuance in service be- 
yond 65 without agreement with their employers, as provided 
in that statute. Railroad officers have refused to sign the 
agreements, provision for which is made in the retirement act 
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as a condition precedent to continuance in service beyond the 
age of 65. The plan is said to affect about 50,000 employes. 

In substance the Acting Comptroller General holds that the 
signature of a railroad officer is not necessary but that the end 
in view can be attained by making a record of the fact that an 
old employe remains in service by reason of a general state- 
ment by a carrier that old employes may continue in service 
beyond the age of 65. A statement about the matter by the 
Railroad Retirement Board follows: 


The railroad retirement act provides for the payment of annuities 
to persons who are sixty-five years of age or over, or who have com- 
pleted thirty years of service, who qualify as employes within the 
meaning of the act and who retire from carrier service. The act does 
not prescribe any age for retirement. If employes remain in service 
after age 65, their annuity is to be reduced at the rate of 1/15 per 
year for each year or part of a year of continuance in service. This 
reduction in annuity may be avoided if there is filed with the board 
an agreement in writing between the carrier and employe permitting 
the latter to continue in service. These agreements may be entered 
into for a period not exceeding one year and are ineffective after 
attainment of age 70; but successive agreements of one year each may 
be made for the years between 65 and 70. The reductions, however, 
do not apply to employes holding official positions. 

The carriers which are parties to the suit against the Railroad Re- 
tirement Board have uniformly refused to sign these continued service 
agreements with their employes although they have permitted them 
to remain in service after age 65. Carrier officials have taken the po- 
sition that if they were to sign such agreements they would appear to 
be recognizing the railroad retirement act as valid and would confuse 
their own position in the minds of the employes. As a result of this 
refusal to sign agreements large numbers of railroad employes have 
been subjected to the threat of having their incomes during their re- 
tirement lowered through no fault of their own. Some who would pre- 
fer to remain in service may retire in order to avoid annuity losses, 
thus unnecessarily increasing the immediate burden on the federal 
treasury. Under the railroad retirement act, retirement is not compul- 
sory at any age. The law achieves flexibility in retirement age with 
the idea that competent men may be retained in service by mutual 
agreement. The employe is free to retire when he wishes. The car- 
rier, likewise, is free to make retirements’ after age 65 in accordance 
with its own needs for employes of one knod or another. In general the 
inability of railroad employes to secure the signature of the carrier of- 
ficial on these agreements has tended to create a state of uncertainty 
which has not been conducive to the maintenance of most desirable 
relationships between carriers and employes. 

In order to remedy these conditions the railroad retirement board 
has with the approval of the Acting Comptroller General of the United 
States devised a procedure by which employes may comply with the 
law and avoid reductions in annuity without securing the signature of 
a carrier official on the continued service agreement. The Acting Comp- 
troller General has decided that the term ‘‘agreement’’ as used in the 
act is not necessarily synonymous to ‘‘contract’’ since either party 
would be at liberty to discontinue services at will before the expiration 
date of the agreement: He found also that many forms of written agree- 
ments and contracts do not require the sighature of both parties. All 
that would appear to be required in order to comply with the act is 
any formal or informal writing or document: which may be filed for 
record purposes showing the consent of the parties to the employe’s 
continuance in the service of the carrier. 

The fact that the employe is continued in service when he could be 
retired by the carrier is proof that the carrier has in fact agreed to 
the continuance. A general statement by ‘the carrier to employes over 
65 that they may continue in service and a letter by the employe to 
the carrier agreeing to continue in service will, if filed with the board, 
be sufficient to constitute compliance with the act, under regulations 
adopted on September 10 by the board. Another regulation provides 
that an employe ‘who is in fact continued in service complies with the 


‘act and avoids reduction in annuity if he signs an agreement to con- 


tinue .in service on the form .prescribed by the board and submits 
with it an affidavit stating. that he attempted to secure the signature 
éf the proper carrier official and such signature was refused and that 
he has given notice to the carrier of his wish to..remain in service by 
delivering a copy of the continued service agreement to a carrier 
official personally or mailing it to the carrier. 

This new regulation either now or within the next few months will 
affect more than 50,000 railroad employes whose position was rendered 
uncertain by the carriers’ refusal to sign the agreements. 


TRANSPORT ASSOCIATION PROGRAM 


_The Transportation Association of America is distributing 
to its members a research program containing a list of the 
subjects to which its research division will give study and 
on which it will issue reports. The preface says the pro- 
gram is “devoted to the advancement of measures which will 
promise something constructive in making the transportation 
system of the nation, as a whole and in each of its principal 
parts, financially successful on the basis of private ownership 
and management.” It is proposed “to contribute in every 
proper way to the development and adoption of a new na- 
‘tional transportation policy . To some extent what is 
strictly research in character will be carried on, but in the 
main, the work will represent the preparation of material 
based on the vast amount of data which already exists as a 
result of previous research.” 
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Following the research program, the association notes 
that the subjects contained therein are subject to reconsidera- 
tion and revision by the committee on transportation policy 
which is in charge of research acivities and under which the 
research committee works. It asks suggestions from mem- 
bers. The program is as follows: 


PART I. RAILROADS 


1. The Transportation Problem in the United States—Definition 
and Description. 
The Significance of Transportation in America. 
Who Owns the Railroads? 
Who Runs the Railroads? 
Thirty Years of Regulation. 
What is Railroad Credit? 
Railroad Capitalization. 
The Railroad Dollar—Source and Destination. 
The Vanished Railroad Monopoly. 
10. Changes in Railroad Rates in 20 Years. 
11. Railroad Wages. 
12. Railroad Taxes. 
13. The Financial aocenaiibnie of Railroads. 
14. The Facts About Railroad Interest and Dividends. 
15. The Reorganization of Railroads. 
16. The Competitive Position of Railroad Securities. 
17. The Policies of the Shipper. 
18. The Trend of Freight Traffic. 
19. The Trend of Passenger Traffic. 


PART II. GOVERNMENT OWNERSHIP OF RAILROADS 


What Its Railroad and Utility Policy has cost Canada. 

The Railroads of Great Britain. 

A Review of the Railroad Experience of France. 

The Railroads of Germany. 

Italy and Its Railroads. 

The Railroads of Japan. 

A Review of the Railroad Experience of Kustraiie. 

The Significance of Government ne and Operation of 
the Railroads of the United ‘States. 


PART III. PUBLIC OWNERSHIP 


1. The Lessons of Past Experience in Municipal Ownership of 
Street Railways. 

2. Reviews and Analyses of Separate Cases of Municipal Owner- 
ship and Management of Other Local Public Utilities. 

3. The ‘‘American Idea’’ and Its Significance from the Standpoint 
of Government in Business. 

4. The Economic Iniplications of Large Scale Governmental 
Projects. 

<4 


5. The Proposed St. Lawrence River Power Project. 
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PART-IV. HIGHWAYS 


Highway Freight Transportation-in.the United States. 

Highway Freight Transportation in Gréat~Britain. 

Highway Freight “Beansportation..ip.Qther Countries. 

Highway Passenger Transportation’ in the. United States. 
Highway Passenger Transportation in Other Countries. 

The Problem of Regulating “Highway Transportation—the Ex- 
tent Necessary in the Public Interest. 


PART V. AIRWAYS 


An Economic Outline of the U. S. Airway Industry of 1936. 
Airways of Other Countries. 

The Relation Between Airways and Government. 

The Credit Problem of the Airway Companies. 


PART VI. WATERWAYS 


1. An Economic Review of Waterway Transportation in the 
United States. 

2. Waterways in Other Nations. 

3. The Relation Between Waterways and Government. 

4. The Credit Problem of Waterway Companies. 


PART VII. PIPE LINES 


1. An Outline of the U. S. Pipe Line Situation. 
2. The Economic Aspects of the Relationships Between Pipe Lines 
and Other Kinds of Transportation. 


PART VIII. SPECIAL RESEARCH PROJECTS 


1. An Analysis and Comparison of Federal and State Laws Affect- 
ing Transportation, Utilities, and Other Regulated Basic Industry,— 
the Necessity Thereof from the Standpoint of the Public Interest. 

2. A Study of the Taxation of Transportation in the United States 
and in Foreign Countries. 
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CHAMBER OF COMMERCE AND TRANSPORT 


The Chamber of Commerce of the United States has issued 
a pamphlet entitled, “Policies Supported as in the Public Inter- 
est,” presenting a digest of policies to which the chamber has 
been committed by its membership, through action in referenda 
and by representatives at annual meetings. Positions taken from 
time to time in recent years, by vetorelicin and by resolutions at 
annual meetings, with respect to transportation, are set forth 
in the pamphlet. 
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C. G. W. PROTESTS- LABOR AWARD. 


The trustees of the Chicago: Great Western have peti- 
tioned the National Railroad Adjustment Board for a rehear- 
ing in docket No. 2156, in which the first division of the board 
made an award to switching crews of the railroad in Kansas 
City and Des Moines for a violation of a contract rule speci- 
fying the daily starting time for the men. The division, in: 
upholding the contention of the men that their daily work | 
should begin at 1:00 p. m. instead of 2:30, as had been the’ 
custom on the railroad, ordered the payment of twelve hours 
extra pay for each day on which the men began work at the 
earlier hour. Though the order did not specify the ‘men to 
whom the award should be paid nor the amount of the award, 
it was said at the offices of the Great Western that between 
twelve and fifteen men were involved and a sum of money 
between $50,000 and $60,000. 

In their petition for rehearing, the trustees insist Seat 
the bare order of the division, unsupported by specific findit 
was not according to law. Because. ofthis, they- say,° 4 
award and order are void. They also point-out that they have’ 
no power to pay the award without a specific order from ithe’ 
federal court, under which the railroad is operating under . 
section 77 proceedings. They also point out that the award 
is in the nature of legal damages, since ‘the men involved were : 


paid full time for all the hours they worked. How, under . 


the circumstances, the men were legally damaged, they say, 


“strains the imagination to comprehend.” In addition, it is‘: 


contended, the first division has _ no swathority under ‘law’ td 
grant punitive damages. 
Because the award was made ufisGipported by evidence, the 


trustees. ask a rehearing and specific findings on the following 4 


points: The details of the contracts and rules alleged: to 
have been violated; whether or not thé men ever objected to 
the starting time which had been customary on the railroad 
since 1914; whether or not there was “wrongful intent” on the 
part of the officers. of the railroad in fixing the starting time; 
whether or not the men were actually damaged and, if :so, 
to what amount; the manner and method of computing the. 


damage; whether or not punitive damages were included in™ ie ad 


the order and; if so, the authority for the granting of such 
damages; whether the men were paid. full wages for the time 
they worked. . 

In their petition the trustees state that they suggested_.to 
the representatives of the Brotherhood of Railroad Trainmen 
and the Brotherhood ,of Locomotive Firemen and Enginemen 
that they petition for’ payment of’fhe award in court, and that 
the representatives: replied they would “under no circum- 
stances” do so. ecause, as trustees, they have the. responsi- 
bility of protecting not only the interests of the employes of 
thé railroad, but also the interests of the owners, they ask 
that, should the division sustain its original order after a re- 
hearing, “it fully and frankly set forth, for the benefit of the 
petitioners and the court, the findings of fact and the reasons 
upon which its conclusion is based.” If the division decides 
not to grant a rehearing, the trustees ask for an interpreta- 
tion of the order so that it may be placed by them before the 
federal court under which they are operating the railroad. 





MORE COORDINATOR REPORTS 


The Traffic World Washington Bureau 


Commissioner Eastman says he has found a way to finance 
the issuance of the reports of the Federal Coordinator of Trans- 
portation that were in course of preparation when his term as 
Coordinator ended June 16. Under the arrangement, said he, 
the Association of American Railroads and the American Short 
Line Railroad Association would pay to him an amount ap- 
proximating the best estimate that could now be made of the 
aggregate payments that eventually would be made by the 
Treasury Départment to the member lines in accord with the 
law providing for return to the railroads of any money the 
Coordinator had on hand when his term expired. The rail- 
road associations some time ago voted to let Mr. Eastman use 
the money he had on hand to complete the reports, but the 
Comptroller General’s office held that the money had to be 
returned to the railroads. 

The reports to be issued cover subsidies to railway, airway, 
waterway, and highway transportation, labor costs of high- 
way and water carriers, and short line railroads. 

Commissioner. Eastman said it probably would be several 
weeks before the first of the reports would be issued. His state- 
ment, issued by him as “Statement by Joseph B. Eastman, for- 
merly Federal Coordinator of Transportation,” follows: 

‘The expenses of the Federal Coordinator of Transportation were 
defrayed out of a fund obtained by assessments on the railroads, 
paid into the treasury of;the United States, at the rate of $1.50 per 
mile of road the first ‘year, increased to $2 in the second and third 
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FROM PIG TO PIPE 
Steel Men Depend on 
ERIE 


RON ORE from Duluth—pig iron from the Ruhr of America—finally the 


finished product—pipe and sheets and girders and a thousand and one parts 








fabricated from steel. Erie trains speed them all on their way. 


Erie service is a vital part of the steel industry. In every phase of handling and 
hauling the raw materials, semi-finished and finished products, the speed of Erie 


trains saves time and cuts costs for makers and users of steel. 





If speed and dependability count in your shipments ‘or receipts, specify Erie—and 


Orie see how Erie service saves. 
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years. These assessments aggregated about $350,000 in the first year, 
and about $500,000 in each of the other years. It was provided that 
any amount remaining in the fund when the office terminated should 
be returned to the carriers in proportion to their contributions. 

The act was scheduled to expire on June 16, 1936, unless extended 
by further legislation, as was done in 1935. Because of this fact, every 
effort was made to complete on or before that date all reports on 
which the staff was working. For the most part, this was done, 
although it required much overtime work. It proved impossible, 
however, to complete certain reports, although they were brought 
to the very verge of completion. 

it seemed possible, until a very short time before adjournment 
of Congress, that the office might be extended for another year. When 
it became clear that, owing to the combined opposition of the railroad 
and railroad labor executives, this would not be done, a joint resolution 
was proposed authorizing the Coordinator to continue for 90 days 
with the funds at hand for the purpose of completing and publishing 
the unfinished reports. The railroad and railroad labor executives, 
however, opposed even this proposal, so that in the closing days of 
the session it was impossible to secure the unanimous consent neces- 
sary for the consideration of this resolution. On June 16, 1936, there 
remained in the Coordinator’s fund about $29,000, of which $10,000 
had been definitely obligated for the printing of certain of the re- 
ports by the Government Printing Office. This balance would have 
been more than sufficient to complete the unfinished reports and 
otherwise bring the affairs of the office to a close. 

Although the railroads had opposed the 90-day continuance of 
the Coordinator's office with the funds at hand, on June 26 the board 
of directors of the Association of American Railroads adopted unani- 
mously a resolution expressing fhe view that the unexpended funds 
“can with benefit to the public interest be used to defray the ex- 
penses of completing’’ the reports in question, and recommending 
that each member of the Association ‘‘waive its right to any refund 
of its proportion of the said unexpended funds.’’ Thereafter similar 
action was taken by the directors of the American Short Line Rail- 
road Association. Owing to the number of the railroads, the individual 
refunds will, of course, be of small amounts. 

‘This action made it clear that no one would be hurt if the un- 
expended funds were used in the manner proposed. Those who would 
otherwise have a claim to the funds did not want them, but instead 
desired that they be used to finish the work. The question arose 
as to whether, under government procedure, a way could be found 
to make the funds available. 

I therefore asked for a ruling by the Comptroller General, sub- 
mitting an argument in support of the proposed use which concluded 
as follows: 

“The act did not intend that moneys which were necessary to 
carry out its purposes should be returned to the carriers. While the 
act ceased to have effect on June 16, 1936, it is impossible to bring 
to an abrupt close work of the extent and magnitude which had been 
undertaken. Clearly no new work could be begun after June 16, nor 
any work beyond what was necessary to wind up the affairs and 
business of the Coordinator in short order. But it was within the rea- 
sonable contemplation of the act that what was necessary for the 
latter purposes should be expended. 

“It is a sound construction of the act that the funds on hand on 
June 16 were obligated for the purpose of protecting the records 
and other property of the Coordinator's office and to complete work 
which had already gone so far that waste, improvidence, and sacri- 
tice of the public interest would plainly result, if it were not com- 
pleted. It is submitted that no other conclusion can reasonably be 
reached, not only with respect to the records and other property, but 
also with respect to important reports which had for a long period 
of time been in process of preparation and which, on June 16, were 
at the very stage of completion and final publication.”’ 


The acting comptroller general, however, ruled that: ‘‘The statute 
directs the disposition of the unexpended funds so collected and this 
office is without authority of law to waive the statutory requirement 
or to authorize any other disposition of the funds.”’ 


The reports in question have to do principally with the public 

aid given, directly or indirectly, to the various forms of transportation 
-railroads, water lines, highway carriers, and air carriers—and with 

labor standards of these transportation agencies other than the rail- 
roads. The investigations into these matters were instituted, among 
other reasons, because of the claim, so often made by the railroads, 
that they are subjected to unfair competition as the result of the 
public aid given, in one way or another, to their competitors and 
because of low labor standards said to be maintained by certain of 
these competitors. This claim has been sharply disputed, and the 
subjects are, and for a long time have been, highly controversial. 
It seemed to me very desirable to get as near to the bottom of the 
facts as could be done. Three years have been spent on these studies. 
which proved to be of much greater magnitude and complexity than 
had been anticipated. As a check, the plan was followed of sending 
copies of the reports in tentative form to those known to have given 
attention to these questions on one side or another, for criticism, 
and the resulting comments have been very helpful. This endeavor 
to leave no stone unturned in the pursuit of impartial accuracy and 
completéness of information has been one main reason for the delay 
in finishing the work. 

A really enormous amount of carefully checked data has been ac- 
cumulated and is now ready for publication. It is not to be expected 
that it will put an end to the controversies, but certainly it will 
afford the country a much better factual basis than is now available 
on which to predicate conclusions. 

Since June 16, a considerable number of those who were formerly 
on my staff have continued to work of their own volition on these 
reports, knowingly running the risk that they might not be paid. Their 
pride in the work which they had done and their desire to see it com- 


The Traffic World 






Vol. LVIII, No. 12 





pleted have been the reasons. Other work was done for which there 
has been no compensation. For example, the so-called ‘‘container 
report’’ was released a few days before June 16. It resulted in a 
tlood of correspondence after that date. The men who had worked 
on that report stayed on for some little time to take care of this 
correspondence. There were other like instances. 

In these circumstances I have felt justified in making an arrange- 
ment with the Association of American Railroads and the American 
Short Line Railroad Association which will permit the compensation 
of these men and also permit the issuance of the reports. Under 
this arrangement each of these associations is to pay to me an amount 
approximating the best estimate which can now be made of the aggre- 
gate repayments which will eventually be made by the treasury 
department to their member lines. It is as yet impossible to determine 
with entire exactness these aggregate amounts, owing to the fact that 
there are still a few unaudited items, such as the payments to be made 
to the Government Printing Office for the printing of these reports 
out of the obligated fund of $10,000. I shall in turn place these pay- 
ments from the associations in the hands of Guy L. Seaman, chief 
of the section of audit and accounts of the Interstate Commerce Com- 
mission, as trustee. Mr. Seaman acted as disbursing officer for the 
Coordinator, and he will disburse these funds upon my requisition in 
the sdme manner, paying compensation for personal services at the 
rates which were paid on June 16. Any amount which may be left 
over will be returned to the associations pro ‘rata. 

The total amount involved is in the neighborhood of $18,000. I 
should in justice add that a great amount of overtime work has been 
done on these reports for which no compensation has been or can 
be paid. When the reports are issued I shall have occasion to pay 
tribute to the devotion and fidelity of those who have prepared them. 


Mr. Eastman said September 16 the railroad associations 
had paid him approximately $4,000 as a partial contribution 
under the agreement between him and the associations provid- 
ing for financing the issuance of the reports. Additional pay- 
ments will be made until the full amount agreed on has been 
paid, according to the former Coordinator. 


FREIGHT FORWARDING INQUIRY 


The Commission, in its announcement concerning hearings 
in No. 27365, freight forwarding investigation, transportation 
of consolidated carload freight (see Traffic World, Sept. 12), 
said it was expected that the hearings which would follow the 
one at New York, could be held as soon as reasonably con- 
venient after the conclusion of the New York hearing in an 
effort to complete all the hearings at the earliest possible date. 
It gave a geographical outline of the hearings to be held at 
various points and the railroad lines that would be covered, 
as follows: 


Hearing at Chicago, Ill.—At Chicago carriers operating in central 
freight association and western trunk line territories will be covered, 
including particularly the following lines: Pere Marquette; New York, 
Chicago & St. Louis; Chicago & Eastern Illinois; Burlington; Chi- 
cago & North Western; Chicago, St. Paul, Minneapolis & Omaha; 
New York Central (west of Erie), Michigan Central, and Big Four; 
Wabash (part); Chesapeake & Ohio; Soo Line; Minneapolis & St. 
Louis; Illinois Central; Milwaukee (east of Montana); Rock Island 
(part); Santa Fe (Kansas City and east). 

Hearing at St. Louis, Mo.—The St. Louis hearing will cover gen- 
erally lines operating in southwestern territory, including particularly 
the following: Missouri Pacific; Cotton Belt; M.-K.-T.; Frisco; Kan- 
sas City Southern; Wabash (part); Rock Island (part). 

Hearing at Dallas, Tex.—The Dallas hearing will cover generally 
the operations of carriers in Texas and Louisiana, including par- 
ticularly the following: Texas & Pacific; M.-K.-T. of Texas; South- 
ern Pacific (Texas and New Orleans); Missouri Pacific (lines in Texas): 
Louisiana & Arkansas; Santa Fe (Gulf, Colorado and Santa Fe). 

Hearing at San Francisco, Calif.—The following carriers will be 
covered at the San Francisco hearing: Denver & Rio Grande Western: 
Union Pacific (part); Southern Pacific lines (El Paso and west); 
Santa Fe (west of Kansas City, except Texas lines); Western Pacific. 

Hearing at Portland, Ore.—Great Northern; Northern Pacific; 
Spokane, Portland & Seattle; Union Pacific (part); Milwaukee (part). 


SOUTHERN GRAIN CASE 


The Southeastern Millers’ Association, Louisville, Ky.; the 
National Association of Manufacturers of Self-Rising and Proc- 
essed Flours, Nashville, Tenn.; Cincinnati Board of Trade; 
Louisville Board of Trade; Evansville Chamber of Commerce; 
Cairo Board of Trade; Merchants Exchange of St. Louis; Indi- 
anapolis Board of Trade; and Nashville Grain Exchange, have 
asked the Commission to hold no hearings in No. 17000, part 
7-A, grain, grain products and by-products to, from and within 
southern territory until after the shippers and receivers in 
southern territory have tested the value of the recently pub- 
lished rates on grain, grain products and by-products carried in 
Pope’s southeastern grain tariff, I. C. C. No. 51, and related 
issues. 

The petitioners say they believe that until such opportunity 
has been given to shippers and receivers in southern territories 
to learn if these rates meet their competitive needs, a general 
investigation by the Commission would be premature. 
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September 19, 1936 


PICK-UP AND DELIVERY 


Briefs that discuss in detail the facts and the propositions 
of law submitted at the hearings have been filed with the 
Commission in I. and S. No. 4191, pick-up and delivery in 
Official territory and No. 27425, Official territory pick-up and 
delivery, the latter a proceeding initiated by the Commis- 
sion on its own motion in regard to that proposed service to 
the end that in disposing of the matter it would not be limited 
to the issues as presented in the tariffs of the eastern rail- 
roads and suspended in the suspension proceeding. 

Briefs have been filed by eastern railroads, Chicago Asso- 
ciation of Commerce, Merchant Truckmen’s Bureau of New 
York, American Trucking Associations, Inc., Cartage Ex- 
change of Chicago, Port of New York Authority, railroads in 
Illinois Freight Association territory, Merchants’ Association 
of New York, including the Shippers’ Conference of Greater 
New York, American Pulley Co. of Philadelphia and others, 
Chamber of Commerce of the Borough of Queens, New Jersey 
Motor Truck Association. 

In their brief the eastern railroads set forth, among other 
things, that they are almost the only carriers in the United 
States which today do not provide a universal pick-up and 
delivery service for less-carload freight, and an allowance 
to shipper or consignee in lieu thereof. Their competitors by 
highway and water, they point out, quite generally provide 
such services. There can be no real question as to the public 
demand for the services proposed, declare the eastern rail- 
roads, or as to the advantages thereof to the public. 

“The experience of railroads affording pick-up and de- 
livery, even where on a restricted basis,’ declares the brief, 
“demonstrates the stimulating effect thereof upon their less- 
carload tonnages and revenues, and that the service can be 
furnished at station rates with no impairment of revenues, 
but on the contrary with improved revenue results. There 
is no occasion for the Commission to be concerned with inti- 
mations of rate reductions by highway carriers. The Com- 
mission has ample power under parts I and II of the inter- 
state commerce act to protect the situation and to insure 
the carrying out of the Congressional policy to foster both 
rail and truck transportation under sound and economic con- 
ditions. These respondents submit that what is here pro- 
posed is a true coordination (Cf. Coordination of Motor Trans- 
portation, 182 I, C. C. 263, 328) of rail and truck operation, 
which should be approved in the public interest.” 


The American’ Trucking Associations, Inc., said it earn- 
estly submitted that the tariffs here under consideration 
stood unjustified because, “The service proposed to be per- 
formed under them will be on a basis which is proved and 
admitted to be below its proportionate cost, and the respond- 
ents have not only failed to meet the jurisdictional require- 
ments imposed by part II (motor carrier act) but openly 
challenge jurisdiction in that part.” 


“For any agency of transportation to advance the right 
to establish a basis of rates on an entire body of traffic at 
a level admitted to be far below the proportionate cost -of 
doing the service,” says the trucking brief, “is to advance the 
right to ‘destroy competition.’ And the irony of it all—amus- 
ing were it not of such far-reaching importance—is that the 
regulatory tribunal which by legislative enactment and judi- 
cial construction ought now to be regarded as the ‘fostering 
guardian’ of all transportation agencies is asked to lend offi- 
cial sanction to such a plan. In such a situation the proper 
function of regulation is to call a halt. And failure to exer- 
cise that function would amount to abdication.” 


Opposing installation of pick-up and delivery service, The 
Merchants’ Truckmen’s Bureau of New York said that if the 


' railroads were to perform pick-up and delivery service, they 


should do so at rates higher than their station-to-station rates 
by amounts reasonably reflecting the added cost to them and 
added value to the shipper of the additional service. It added 
that if the performance of pick-up and delivery service at 
station-to-station rates was lawful, tariffs providing there- 
for should provide for a reasonable allowance to shippers 
and consignees doing their own trucking and that at New 
York City an allowance of 5 cents would not be adequate but 
such allowance should approximate the cost of trucking at 
that point. 


The Cartage Exchange of Chicago submitted that the 
suspended tariffs and the present practices were all unlawful 
because there had been no compliance with the motor car- 
rier act. Accordingly, it said, an order should be issued can- 
celing the suspended tariffs and requiring the carriers to 
cease and desist from their present store-door service until 
they had fully complied with the motor carrier act, the con- 
tention of the carters being that the trucks used in pick-up 


The Traffic World 


PAGE 529 





and delivery sefvice were under the jurisdiction of the motor 
carrier act. 

The Illinois Freight Association lines defended the pick- 
up and delivery service they had established and under which 
they made allowances to shippers or consignees. These re- 
spondent railroads, says their brief, under the law clearly 
have the right to make the allowances and fairness to the 
shippers requires them to do so. The record, the brief adds, 
shows that these allowances are in no respect excessive. 

The Chicago Association of Commerce submitted that the 
record failed to disclose any evidence of unlawfulness reflected 
in the provisions for pick-up and delivery service. On the 
other hand, it says, the action of the rail carriers in provid- 
ing for this service is in keeping with the encouragement and 
admonition of the Commission that they should improve their 
services and reduce: their costs to enable them to meet new 
forms of competition and the needs of the public. The evidence, 
according to the brief, clearly shows that the proposed serv- 
ice is in the public interest. Under these conditions, the 
association said, it urged that the Commission had no alterna- 
tive but to vacate the suspension and discontinue the pro- 
ceeding. 

The New Jersey Motor Truck Association, Inc., said the 
proposed tariffs were not consistent with the motor carrier 
act; that the proposed rates would not be compensatory; that 
the revenues of the railroads would be decreased rather than 
increased; and that the Commission should find them not justi- 
fied. 

The Port Authority of New York said that it wou!d have 
no objection to approval of the proposed tariffs as an experi- 
ment if appropriate provision were made for removing what 
it called discrimination against Union Inland Freight Station 
No. 1. 

The Chamber of Commerce of the Borough of Queens 
urged the Commission in disposing of this case to require the 
railroads to place Brooklyn and the Borough of Queens on 
equal terms so far as pick-up and delivery service, rules, 
regulations, and allowances were concerned. They allege 
that the pick-up tariff created unjust discrimination and 
prejudice against those communities. 

The American Pulley Co. and those joined with it re- 
quest the Commission to find that free pick-up and delivery 
service might be legally performed by the railroads, either 
with railroad owned vehicles or by contract with certificated 
motor carriers. 

The Merchants’ Association of New York and the Ship- 
pers’ Conference of Greater New York said they were of the 
opinion that the rail carriers should be permitted to extend 
their service between the shipper’s and the consignee’s places 
of business so they might compete with highway operators on 
even terms. Pointing out that competitors of the railroads 
performed such service, they said it was difficult if not im- 
possible to frame an argument why the rail carriers should 
not be permitted to give the same service as was given by their 
compextors. With regard to a terminal allowance of 5 cents 
a 100 pounds the organizations said they took no position. 
However, they said they were decidedly opposed to any dis- 
crimination against shippers and receivers in Official Classi- 
fication territory, which would result if this allowance were 
made in the south and in the west and not in Official Classi- 


fication territory. 
28... 


MOTOR INSURANCE RULES 


The Commission has issued printed rules and regulations 
governing the filing and approval of surety bonds, policies of 
insurance, qualifications as a self-insurer, or other securities 
and agreements by motor carriers*and brokers subject to the 
motor carrier act, 1935, and forms prescribed thereunder. The 
printing was done by the Government Printing Office. Copies 
of the document are for sale by the Superintendent of Docu- 
ments, Washington, D. C., the price being 10 cents. 

The rules now promulgated in pamphlet form were pre- 
scribed by the Commission in its report on the subject. (See 
Traffic World, August 22, p. 345.) 

In connection with the printed rules and regulations the 
Commission’s Bureau of Motor Carriers has issued a notice to 
all motor carriers, signed by Director John L. Rogers, reading 
as follows: 





All insurance endorsement, certificate, and cancellation notice forms 
will be provided by the insurance companies in each case. Specimen 
copies are being forwarded to such companies for use as ‘‘printer’s 
copy.’’ Inquiries regarding the furnishing of insurance forms to motor 
carriers, insurance agents, or brokers should be addressed to the 
home office of the particular insurance company or companies with 
whom they do business or represent. 

Bond forms and forms for applications for authority to self-insure 
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will be furnished by the Interstate Commerce Commission to the motor 
carriers, brokers and/or sureties as needed. When bond forms are 
requested, the Commission should be advised as to the names of the 
motor carriers or transportation brokers on behalf of whom the bonds 
are to be executed. These forms will not be furnished except when 
they are actually required in a given case. 


MOTOR JOINT BOARDS 


The Commission, by division 5, has appointed motor joint 
boards or changed the membership of boards heretofore ap- 
pointed as follows: 

No. 147, Iowa, Minnesota, and South Dakota, Chairman 
Mike P. Conway, Iowa commission; Chairman Frank W. Mat- 
son, of the Minnesota commission; and Commissioner F. S. 
Pickart, of the South Dakota commission. 

No. 148, Iowa and South Dakota, Chairman Mike P. Con- 
way of the Iowa commission, and Commissioner F. S. Pickart 
of the South Dakota commission. 

No. 149, Illinois, Commissioner Andrew Olson of the Illi- 
nois commission. 

No. 150, Kentucky, Ohio, Pennsylvania, Director D. C. 
Moore, of the department of motor transportation of Kentucky; 
Chairman E. J. Hopple of the Ohio commission; Commissioner 
P. Stephen Stahlnecker of the Pennsylvania commission. 

No. 13, Illinois, Wisconsin, Commissioner Harry A. Barr, 
Illinois commission, vice Commissioner Andrew Olson. 

No. 18, Massachusetts, Rhode Island, Chief Engineer Wil- 
liam J. Keefe, Massachusetts Department of Public Utilities, 
vice Leo H. Leary. 

No. 49, Idaho, Commissioner J. W. Cornell, Idaho com- 
mission, vice Commissioner Harry Holden. 

No. 53, Illinois, Indiana, Iowa, O. E. Boyd, assistant super- 
intendent motor transportation division, Iowa commission vice 
Chairman Mike Conway. 

No. 122, New Jersey, Vermont, Commissioner Milo C. Rey- 
nolds, Vermont, vice Chairman Stephen S. Cushing. 

No. 130, Georgia, North Carolina, South Carolina, Chief 
Clerk R. O. Self, North Carolina commission, vice Commis- 
sioner Stanley Winborne. 

No. 151, California, Nevada, Oregon, Warren K. Brown, 
director of transportation of the California commission; Com- 
missioner Hoyt R. Martin, Nev.; A. F. Harvey, chief rate de- 
partment, Oregon Public Utilities Commissioner’s office. : 

No. 152, Arkansas and Texas, Chairman J. C. Pinnix, 
Arkansas commission and Chairman Ernest O. Thompson, Texas 
commission. 

No. 153, Arkansas, Louisiana and Texas, Chairman J. C. 
Pinnix, Arkansas commission; Alex Grouchy, chief, motor trans- 
portation division, Louisiana commission; Chairman Ernest O. 
Thompson, Texas commission. 

No. 154, Arkansas, Kansas, Missouri, Chairman J. C. Pinnix, 
Arkansas Commission and Commissioner Ernest E. Blincoe, 
Kansas commission and John C. Highberger, Missouri commis- 
sion. 

No. 122, New Jersey and Vermont, John A. Bernhard, as- 
sistant counsel, New Jersey commission vice Thomas L. Hanson. 

No. 127, Arizona, New Mexico and Texas, Roy S. Walker, 
chief clerk, motor transportation department, New Mexico com- 
mission vice Robert Valdez. 


CONTRACT CARRIER RATE FILINGS 


In behalf of Sprout and Davis, Inc., a contract hauler of 
petroleum and its products, with offices at Whiting, Ind., Henry 
H. Rogers has filed a petition with the Commission asking it to 
reconsider and modify its order dated July 11, requiring contract 
carriers to file their contracts instead of minimum schedules. 
The petition asserts that the petitioner is transporting petro- 
leum and its products under specific contract, and as such hauler 
is directly affected by the terms of the order. 

“Your petitioner represents,” says the petition, “that com- 
pliance with the terms of said order may cause, not only addi- 
tional expenses in the actual filing of new documents, but also 
from future litigation directly attributable to the ordered ex- 
posure and may actually result in complete demoralization of 
services by petitioner and to shipper.” 

It is suggested that the corrected order of July 11 be 
further treated so as to require only, if in the discretion of 
the Commission it is necessary and desirable in the public 
interest, the maximum conditions imposed under the terms 
of the motor carrier act, which the petitioner says it believes, 
is the filing of copies of deleted contracts which contain only 
the minimum charges and fundamental operating provisions; 
and, provided also, that such minimum charges reflect only 
those rates and charges which are lawfully in effect and now 
on file with the Commission. Any changes, either advances or 
reductions to be made lawfully on thirty days’ notice thereafter 
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or such modifications of notice as may be found proper by the 
Commission on presented facts; or be cancelled, allowing pres- 
ent tariff schedules to remain in effect, and a new order, under 
the provisions of section 220 (a), issued, requiring the desired 
contract filings. 

The petitioner, the paper says, could have no objection to 
filing directly with the Commission, for the Commission’s in- 
formation only, any of its records deemed necessary to proper 
enforcement and carrying out of the provisions of the motor 
carrier act, but it was submitted that the present ordered 
requirements did not appear justified thereunder. 

The petition called the Commission’s attention to things 
that would result if the order were not changed, among which 
were the automatic denial of the right to request suspension 
of new rates which might be filed in lieu of the present effec- 
tive rates under “schedules.” It asserts that the filing of 
actual contract figures in compliance with the order constitutes, 
under the motor carrier act, a filing of maximum charges in 
lieu of minimum charges, in contravention of section 218 (a). 

It is further asserted that section 222 (e) of the motor 
carrier act specifically forbids the divulgence of any informa- 
tion by a motor carrier concerning the “nature, kind, quantity, 
destination, consignee, or routing of a shipper’s property trans- 
ported by it, which information may be used to the detriment 
or prejudice of such shipper or consignee, or which may im- 
properly disclose his business transactions to a competitor.” 

“Your petitioner respectfully submits,” says the petition, 
“that ‘public inspection’ of bona fide contract operations con- 
stitutes such a divulgence of information.” 

Noting that the order does not require the bringing for- 
ward in contract form without change those specific rates which 
lawfully are in effect and presently open to public inspection, 
the petition says it “is not amiss to assume that in certain in- 
stances, unscrupulous operators, heretofore barred from re- 
ducing present effective minimum rates and charges by the 
fear of suspension proceedings, will avail themselves of the 
wide open opportunity to file new reduced charges which in 
their opinion will effect a swing of operations to themselves.” 

“No remedy or recourse against such action is available,” 
says the petition, “to the legitimate operator other than that 
of offense through the channels of formal complaint with the 
consequent burdening of complainant with responsibility for 
proof of complaint and increased costs. Neither is there re- 
course for recovery of possible diverted traffic or its value 
pending disposal of such complaints.’ 


MIDWEST TRUCK BUREAU UNIFICATION 


Seven motor tariff bureaus, extending from Minnesota on 
the northeast to Denver on the southwest, have agreed to 
unify their tariff publication work in one bureau, the Western 
Motor Freight Tariff Bureau, with headquarters at Kansas 
City, Mo. Final agreement on the subject was reached at a 
meeting of representatives of the seven bureaus at Kansas 
City this week. It was hoped the necessary personnel would be 
selected and the bureau put in full operation within the next 
fortnight. 

The bureaus affiliated with the new central organization, 
which will be incorporated under the laws of Missouri, are: 
Missouri Valley Motor Freight Bureau, Omaha, Neb.; Missis- 
sippi Valley Motor Freight Bureau, St. Louis, Mo.; Midwestern 
Motor Freight Tariff Bureau, Kansas City, Mo.; Iowa Motor 
Freight Bureau, Des Moines, Iowa; Motor Tariff Bureau, 
Denver, Colo.; Southwestern Motor Tariff Bureau, Dallas, 
Texas; Northwestern Tariff Bureau, St. Paul, Minn. 

The new bureau will publish rates for all of these and its 
especial function will be to prevent and eliminate rate dupli- 
cations and conflicts. For all but the Southwestern and the 
Northwestern bureaus it will also publish interterritorial rates. 
Those two will continue to handle their own interterritorial 
publications. 

The following have been elected to the executive com- 
mittee of the new organization: Chairman, Evans Nash, Okla- 
homa City, Okla.; vice-chairman, A. W. Boquet, Omaha; treas- 
urer, R. V. Weicker, Denver, Colo.; secretary, George Witz- 
kofski, St. Louis; R. F. Sanford, Houston, Texas; L. E. Stone, 
Des Moines. A seventh member will be selected to represent 
the Northwestern bureau. 

An announcement is expected shortly as to the personnel of 
the bureau. Appointments will include a publishing agent and 
a chairman and members of a standing rate committee. 


OMAHA AUTOMOBILE SHOW 
The Omaha Automobile Trade Association will hold its 
annual automobile show at the Ak-Sar-Ben Coliseum November 
11 to 15. The exhibition will include passenger and commercial 
vehicles, busses, and trucks. Several railroads and airlines will 
participate. 
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MOTOR SAFETY REGULATION 
The Traffic World Washington Bureau 


Commissioners Eastman, Lee and Caskie, of division 5 of 
the -Commission, began hearings September 16 in Ex Parte 
BMC 4, in the matter of qualifications of employes and safety 
of operation and equipment of common carriers and contract 
carriers by motor vehicle. 

Sitting with the members of division 5, which has direct 
supervision of administration of the motor carrier act, were the 
following state officers: Thomas L. Hanson, member of the New 
Jersey commission; John Q. Rhodes, Jr., director of the division 
of motor vehicles of Virginia; Lew Wallace, superintendent of 
the Iowa motor vehicle department, and D. B. Hutchins, vehicle 
superintendent of the Arizona highway department. 

After H. H. Kelly, of the Bureau of Motor Carriers, under 
whose supervision proposed safety regulations were prepared, 
had explained the procedure followed in getting up the proposed 
regulations, witnesses representing truck operators were heard. 

William Clark, member of the safety committee of the 
American Trucking Associations, Inc., formally submitted to 
the Commission the comment of the committee on the proposed 
regulations heretofore filed with the Bureau of Motor Carriers. 

“We wish to call the attention of the Commission,” said 
he, “to noncompliance that might result in too hurried promul- 
gation of any safety rules and regulations which might create 
a hardship on the trucking industry. The rules as originally 
proposed would mean that practically every motor truck or 
tractor semi-trailer, engaged in interstate commerce, must be 
equipped with directional signals.” 

If the Commission imposed that requirement on the indus- 
try, said he, it would cost approximately $6,500,000, based on 
estimates of cost for 150,000 trucks. He urged that the rule 
in question and similar rules requiring the purchase of equip- 
ment be passed over for at least the time being. He commended 
Mr. Kelly for the manner in which he had cooperated with the 
eet in connection with the preparation of proposed regu- 
ations. 

Charles C. Morgan, Jr., manager of the safety division of 
the trucking association, also testified against requirement be- 
ing imposed now as to directional signals. If all vehicles were 
required to be so equipped, said he, the trucking industry would 
not object. 

Frank E. Kirby, secretary of the Ohio Association of Com- 
mercial Haulers, and safety counsel of the Ohio public utilities 
commission, of Columbus, O., said some of the recommendations 
made by the motor bureau, if adopted, would add thousands 
of dollars of additional expense tc individual carriers, if not 
millions to the industry, “much of which we claim can be 
avoided with equally satisfactory results.” 

“Our recommendations are not to minimize the proposed 
requirements, but to a great degree have them based on prac- 
ticability,” said he. 

Mr. Kirby urged elimination of requirements for stop lights 
and illuminated turning signals. 


“Any mechanical device which is not fool proof and which 
depends upon the human element for its correct functioning is 
worse than none,’ said he. “Their failure to work or inability 
to use them when expected is bound to result in collisions. Their 
use should not be required until their success has been suf- 
ficiently demonstrated through voluntary use of them, that 
vehicle manufacturers consider them proper devices to be in- 
stalled on all vehicles.” 


Objection was emphasized by the witness to a proposed re- 
quirement that an extra tire be carried for each size wheel on 
the vehicle or in the train. 


“We do not wish to appear as objecting to everything,” 
said he, “but we feel that the rules go entirely too far, espe- 
cially to begin with.” 

Safety regulation to the degree proposed, said he, in effect, 
would subject operators to the activities of “unscrupulous en- 
forcement, officers who make a living by arrests.” 


Mr. Kirby advocated the licensing of drivers by the Com- 
mission. He also advocated that responsibility for furnishing 
of information required as to qualifications of drivers be placed 
on the driver and not on the carrier. 


“We want to emphasize that it would place the carriers in 
an embarrassing and dangerous situation to require them to 
furnish the information concerning drivers required by the pro- 
posed rules,” said he. ‘No carrier can honestly certify to the 
correctness of all of the qualifications as set forth therein, and 
a false, though unintentionally erroneous statement might cause 
a carrier serious difficulty.” 

Other witnesses for truck operators included T. D. Pratt, 
managing director of the New York State Motor Truck Associa- 
tion, Inc., and Harold B. Church, of the Motor Truck Club of 


PAGE 531 


Massachusetts. They also opposed the proposed requirements 
as to installation of directional signals. 

R. W. Budd, president of Central Greyhound Lines, speak- 
ing for all the companies embraced in the motor carriers known 
as the Greyhound Lines, said the criticism which those lines 
voiced was not directed to the proposed rules as safety rules 
because all the lines had adopted and now had in effect operat- 
ing rules which on the whole were as stringent and, in some 
instances, perhaps, more stringent than provided in the pro- 
posed rules. 

“Our objection goes largely to the fact,” said he, “that the 
attempt to lay down and enforce operating rules by a single 
agency, and one wholly exterior to the personnel affected, will 
not only prove impracticable and unworkable, but will handicap 
greatly endeavors by the carriers themselves to promote and 
enforce safe methods and practices.” 

Mr. Budd’s views were offered in an attempt to show 
“the confusion and hardship which would be thrust upon the 
industry, with little or no increase in safety of performance, 
by the meticulous detail employed in requiring the filing of 
fine drawn descriptive material on employes individually, the 
specifying of accessory equipment, and the establishing of an 
incontrovertible set speed limit would hamper the industry, 
make effective regulation practically impossible and unneces- 
sarily expensive for all practical purposes.” 


The greatest public service would be performed, said he, 
by placing the direct and sole responsibility for safety on the 
carrier with a minimum interference with its individual initia- 
tive and management, rather than by attempting to supervise 
and conduct in detail its operations. 


F. D. Spofford, of the Blue Ridge Transportation Co., 
operating bus lines in Pennsylvania, Maryland, West Virginia, 
Ohio, Virginia and the District of Columbia, said a number of 
the matters included in the proposed regulations, chiefly operat- 
ing and traffic rules, were taken care of by the general com- 
petence of the driver and local police regulations, and that they 
could not be set down as general rules without causing conflict 
and misunderstanding. He also said there were fundamental 
differences in the operating characteristics and design of 
busses and trucks and regulations designed for the control of 
one should not necessarily apply to the other. It might prove 
desirable, said he, to compile operating regulations for lights, 
equipment to be carried and operating precautions, separately 
for the two types of vehicles. Uniform regulations for all large 
vehicles, specifying the equipment to be carried, the placing of 
adequate lights, and precautions to be taken in emergencies 
should bring a marked increase in safety of the highways, said 
he. He opposed the fixing of a speed limit as he said the 
states prescribed speed limits. 


Charlton Ogburn, counsel for the Amalgamated Associa- 
tion of Street and Electric Railway and Motor Coach Employes, 
an affiliate of the American Federation of Labor, referred to 
the proposed requirement that the carrier furnish information 
about each driver in answer to questions proposed by the 
bureau. He said the employes objected to the filing of such 
information with the employer, because it might be misused by 
employers opposing unions, but that they would not object 
to filing the information requested with the Bureau of Motor 
Carriers, the information to: be kept confidential. _Commis- 
sioner Eastman inquired whether the kind of information 
sought in the questionnajre was not the same as the employer 
would seek when employing a driver. Mr. Ogburn said it was 
but that the employe should not be required by law to fur- 
nish the information to his employer. He indicated he felt 
there should be an agreement between the employer and the 
employe as to the furnishing of such information. 

Others assigned time in the proceeding included Fred A. 
Tobin, general organizer of the International Brotherhood of 
Teamsters, Chauffeurs, Stablemen and Helpers of America; 
F. E. Evans, D. C. Fenner and F. B. Saulzenhiser, members of 
the truck subcommittee of the Automobile Manufacturers’ 
Association; Wilbur M. White, secretary of the Safety Glass 
Association; A. Lane Cricher, Beacon Corporation of Minne- 
apolis, Minn.; H. O. Smith, president of the Turnsignal Cor- 
poration, Philadelphia, Pa., Harrison Wright, Wichway Direc- 
tional Signal Co., New York City; Clifford Strain, Walter Kidde 
& Co., New York City, manufacturers of fire extinguishers; 
Hawley Simpson, American Transit Association, New York 
City; Fred L. Hall, Bendix-Westinghouse Air Brake Co., New 
York City; Philip Smith, Cartage Exchange, Chicago, IIl., and 
National Local Trucking Association, Washington, D. C.; J. B. 
Scott, Anthracite Institute, Washington, D. C., and Yves de 
Villers, Eastern Cataphote Co., New York City. 

T. B. O’Brien, appearing in the place of Mr. Tobin for 
the teamsters’ union, urged that the Commission provide for 
licensing of the owners of motor vehicles but not the licensing 
of the drivers. He made the point that the driver was re- 
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sponsible to his employer for safe operation and that, so far 
as regulation was concerned, the responsibility for safety of 
operation should be placed on the management where, he con- 
tended, it belonged. He thought if the Commission estab- 
lished requirements governing maximum hours of service it 
would be taking the most important step it could in the 
interest of safety. He spoke of drivers working such long 
hours that they resorted to use of drugs to keep awake. His 
idea appeared to be that it would be useless to prescribe 
safety regulations if drivers suffering from exhaustion be- 
cause of lack of sleep were permitted to work unreasonably 
long periods of time. He also urged that all sleeping-cab 
arrangements on trucks be eliminated. Another recommenda- 
tion made by him was that trucks should carry helpers who 
would ride at the rear end of trucks to warn the driver of 
adverse traffic conditions if necessary. Lights and signal 
devices, said he, were not the answer to the problem. A 
human “safety fixture” at the end of the truck was principally 
the answer, in his opinion. As to use of alcoholic liquors by 
drivers, he said he agreed they should not use liquor while 
on duty but that the proposed regulations apparently would 
follow the driver to the home and say what he should do 
there. The proposed requirement as to liquor is: “Shall 
neither use, nor be under the influence of, any alcoholic 
liquor or beverage while on duty, nor otherwise make ex- 
cessive use thereof.” Mr. O’Brien objected to the last phrase 
including the word “otherwise,” contending that under it a 
regulation was proposed affecting the driver when off duty. 

Mr. Fenner, for the automobile manufacturers, dealt with 
proposed requirements as to parts and accessories necessary 
for safe operation. He approved the proposed regulations 
with some exceptions, including the addition of a provision 
as to braking power. 

John P. Arnoldy, of the Minnesota highway department, 
favored a speed limit of 45 miles as proposed and require- 
ments as to installation of directional signals. 

David Beecroft, for the Motor Equipment Manufacturers’ 
Association, favored requirements as to use of directional 
signals. 


W. N. Graff, of the National Bureau of Casualty and 
Surety Underwriters, New York City, said, among other 
things, that drivers should be able to read and write, pass 
tests as to sight and hearing, and carry first aid kits. Mr. 
O’Brien had stated he did not think drivers should be required 
to establish they could read. He did not think that was neces- 
sary for safe driving, 


CHICAGO TRAFFIC COUNCIL 


The Traffic Council of the Chicago Association of Com- 
merce held its first meeting of the season at the Palmer House 
September: 14. The principal subject under discussion was 
truck insurance. W. H. Ott, Jr., general traffic manager, Kraft- 
Phenix Cheese Corporation, reported as chairman of a special 
committee to study the matter of shippers’ allowances for cargo 
insurance, as covered in the Commission’s docket I. and S. 
M-10, recently heard. On the general question, the council 
voted to take no position, but it decided that, should the Com- 
mission find in favor of the principle of the allowance, its 
rules should be so drawn as to make self-insurance of cargo 
a matter of shippers’ rather than truckers’ option, and so that 
allowances for such insurance to, shippers may be limited only 
to the cost of the insurance rather than by a maximum per- 
centage of the transportation costs on the cargo insured. 

Henry P. Kahl, traffic manager, Sprague Warner and Com- 
pany, reported as chairman of the highway transportation 
committee on the proposed rules for truck insurance issued by 
the Commission. The council voted not to modify the insur- 
ance requirements now set up as a mark of eligibility for 
membership of truckers in the Chicago association, which are 
considerably higher than those proposed to be required by the 
Commission. The committee, however, was instructed to con- 
duct a study of insurance experiences based on almost three 
years of the operation of the association under these require- 
ments, and to report the results of that study back to the 
council. 

Mr. Ott also reported as chairman of the legislative com- 
mittee on the matter of the filing of contracts of contract 
truckers with the Commission. He said the council had filed 
a protest with the Commission of the proposed requirement, 
the position being that it was not necessary to the administra- 
tion of the motor carrier act to place these contracts on public 
file where competitors might use them to their own advantage. 
The action of the committee was approved by the council. 

Other subjects discussed at the meeting, on which no for- 
mal action was taken, included the postponement of orders in 
Ex Parte 104 part 2, the cancellation by railroads of C. F. A.- 
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W. T. L. interterritorial commodity arbitraries originally filed 
in response to the Commission’s order in Docket 17000 part 2, 
and the Commission’s proposed truck safety regulations and 
hours of service regulations. 


I. C. C. MOTOR CARRIER REPORTS 


The Commission has decided to segregate its reports and 
decisions under part II of the interstate commerce act, com- 
monly known as the motor carrier act, and publish them 
in a series of volumes to be entitled “Motor Carrier Cases.” 
Secretary McGinty has issued a notice on that subject as 
follows: 


In analogy to our treatment of the valuation reports of the Com- 
mission, the ‘‘reports and decisions’’ under part II of the act will 
be segregated, and published as a numerical series beginning with 
volume 1, to be generally known as ‘‘Motor Carrier Cases,’’ and to 
be cited as .. M. C. C. . 





ITINERANT TRUCK PRACTICES 


The committee on truck regulation of the Associated South- 
west Country Elevators has issued its. information bulletin 
No. 9, quoting extensively from an article by H. J. Mighell, 
Lake City, Ia., who described fraudulent practices of itinerant 
truckers in a recent issue of the Grain and Feed Journal. 

Citing the records of an unidentified itinerant trucker, Mr. 
Mighell said that in twenty days he bought 8,298 bushels of 
grain and sold 9,475 bushels, indicating fraudulent weights in 
buying and selling sufficient to net a gain of 17 per cent in the 
weight of the grain for himself. Several times, according to 
Mr. Mighell, the trucker paid more for the grain than he 
sold it for. 

The article quoted describes various methods by which the 
trucker is able to falsify weights. These include ingenious 
use of air brakes on scales, the use of a fifth wheel on a truck- 
trailer unit, and the use of blocking under the rear of the 
trailer. In addition, the article says, it is not unusual for such 
truckers to tamper with scales. 

The committee and the Associated Elevators are working 
for legislation designed to control the operations of itinerant 
grain truckers. 


KEESHIN MOTION TO DISMISS 


Having decided no longer to operate the route in question, 
the Keeshin Motor Express Co., Inc., applicant in BMC-F 24, 
application of Keeshin Motor Express Co., Inc., Ill., for ap- 
proval of its purchase of the properties and rights of J. W. 
Corderman, doing business as Corderman Cartage Co. and 
Motorway Freight Co., has asked leave to withdraw that appli- 
cation and its dismissal by the Commission. The petition for 
dismissal says the application was filed under protest or with 
the reservation that the matter was not within the jurisdiction 
of the Commission, because the number of motor vehicles 
acquired was less than twenty and therefore the matter was 
within the exemption of section 213 (e) of the motor carrier 
act, as construed by applicant’s counsel. 

The application, the request for dismissal said, covered a 
route operated prior to June 1, 1935, as well as subsequent 
thereto, by J. W. Corderman, from the tri-cities of Davenport, 
Ia., Rock Island and Moline, Ill., via Quincy to St. Joseph and 
Kansas City, Mo., as well as to some intermediate points. The 
express company says it has decided not to continue operations 
over this route and to discontinue doing business as successor 
to J. W. Corderman. Therefore, it said, it did not desire any 
authority for the acquisition in question, even though the mat- 
ter might be within the jurisdiction of the Commission. The 
petition said the object of the application having been aban- 
doned, presumably the question of jurisdiction had become 
moot. 


N. I. T. L. UNREGULATED TRUCK COMMITTEE 


W. R. Scott, president, National Industrial Traffic League, 
has appointed a committee to study unregulated forms of truck- 
ing. The committee will operate as a subcommittee of the 
committee on highway transportation and will be known as 
the subcommittee to study unregulated forms of trucking. It 
will report to the highway committee and the resuls of its 
studies will be used by that committee as a basis for recom- 
mendations for legislation. Members of the new committee 
are: Chairman, W. Y. Wildman, managing director, Illinois 
Coal Traffic Bureau, Chicago; J. R. Van Arnum, transportation 
secretary, National League of Wholesale Fruit and Vegetable 
Distributors, Washington, D. C.; A. T. Sindel, traffic commis- 
sioner, Merchants’ Exchange of St. Louis, St. Louis, Mo.; J. F. 
Waddell, traffic manager, Western Fruit Jobbers’ Association, 
Chicago; Norman F. Patton, statistician, Anthracite Institute, 
New York City. 
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TRUCK VS. RAIL MEAT RATES 


Arguments in the several angled truck competitive meat 
rate case, the formal name of which is I. and S. No. 4214, 
meats and packing house products from Chicago, have been 
submitted to the Commission in briefs in that controversy. In 
the tariffs under suspension the carriers stated reduced rates 
on fresh meats, packing house products and related articles 
from Chicago to central territory destinations such as Detroit, 
Cleveland, Pittsburgh, Buffalo, Louisville, Fort Wayne and 
Wheeling said to be necessary for a regaining by them of 
traffic now being hauled by truck. 

The rates drew fire from truck operators, packers who 
claimed that the rates, if permitted to become effective, would 
unduly prejudice them, and shippers of oleomargarine who 
contended that the rates would discriminate against them. 

According to the brief in behalf of Wilson & Co., Inc., Swift 
& Co. and Armour and Co., the case is of unusual significance 
for several reasons. That brief pointed out that the suspended 
tariffs represented the first major effort of the rail carriers, 
in that territory at least, to “stem the flood of this traffic 
which is weekly and even daily being diverted to the trucks, 
in ever increasing volume; and also to recover to the rails 
traffic which they formerly handled, but which has long since 
disappeared from their returns.” 

That situation, the brief said, raised the very practical 
question as to how far must the railroads permit truck com- 
petition to make itself felt before they were within their legal 
rights in meeting such competition. Must they wait until three- 
fourths of their tonnage was gone, asked the brief, or if they 
had not lost a pound of traffic but were convinced that in the 
immediate future they would lose a large quantity of traffic, 
were they justified in preventing a loss of traffic, to the same 
~Ty as they might recapture traffic which had actually been 
ost? 

The proposed tariffs, the brief for the big packers said, 
very clearly raised the legal question of whether or not a 
carrier might meet truck competition where it found it, re- 
gardless of the effect on other rail rates, which, before the 
trucking era, bore a relation to the rail rate now affected by 
truck competition. Stated in another way the brief said the 
question was as to whether a carrier might legally meet truck 
competition existing at point “A” but not existing from origin 
“B,” regardless of the fact that rail rates from those two 
origins, for many years, were on a related basis. 

“A third very important but highly irrelevant question,” 
says the brief, “has been brought into the case by the common 
carriers by motor truck (but eagerly seized upon and espoused 
by every party protesting the suggested tariffs). That is that 
the motor truck rates which form the basis for the reduced 
rail rates are not compensatory and that those truck rates 
should first be adjusted to a compensatory level before the rail 
carriers be permitted to meet such competition.” 

In behalf of Swift & Co., the brief, which argued that 
the railroads were justified in taking the step they had taken, 
said that its interest was indirect inasmuch as 90 per cent of 
its traffic in this territory was being trucked. Armour and Co. 
and Wilson & Co., it was said. had not thus far turned to truck- 
ing to the same extent as Swift & Co. 

In conclusion the brief in behalf of the big packers said 
that the situation was not one that could admit of any material 
delay. A postponement of the decision, or delay in permitting 
the rates to become effective. the brief said. would have the 
same effect as an affirmative disapproval of the proposed rates. 
The primary interest of the packers, the brief said, was to know 
and know quickly, whether they must set their sails for a 
wholesale diversion of their traffic to trucks, in this territory, 
or whether they would be permitted to continue to handle this 
traffic by rail. 

The brief said that the compensatory nature of the contract 
truck carrier rates on which the carriers’ proposal was based 
was not relevant here. It said that the rail carriers had barely 
met the truck rates in their proposed rates and had signified 
their willingness to take similar action from or to any other 
point or points at which a similar competitive situation was 
presented. 

Lee Brothers, protesting contract carriers, said that to 
permit these rates to become effective would be to sanction 
a dismissal order for thousands of men who were now em- 
ployed in the motor transportation field and that thusly the 
“very aims of the administration and the motor carrier act 
would be defeated.” 

The contract trucker brief asserts that aside from the fact 
that the proposed rates will result in fourth section violations 
and are obviously unduly prejudicial to packers outside the 
Chicago area and unduly preferential of Chicago packers, they 
will disrupt the present competitive relationship of packers in 
central freight association territory and will force a readjust- 
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ment of the commodity rates on many items included in the 
mixture provisions of the new schedules of rail rates. The 
company said that it, as a contract carrier, objected to the 
proposed rates for the reason, among others, that the proposed 
rates, while purporting to meet existing motor rates, they were 
actually lower than existing truck rates and “if allowed to 
become effective would wipe out the inherent advantages of 
motor transportation”; that it believed them to be below 
minimum reasonable rates and that no evidence was introduced 
to prove them compensatory; and that to permit them to 
become effective would be to precipitate a devastating rate war 
in which neither the rails nor the trucks would profit and 
which would tend to destroy truck service, “now a valuable 
element jn the transportation world.” 

The Best Foods, Inc., John F. Jelke Co. and the Glidden Co. 
contended that the proposed rates and mixing restrictions were 
unjust, unreasonable and unduly prejudicial and unduly prefer- 
ential in violation of sections 1 and 3. They made that conten- 
tion on the ground that it would be possible for concerns dealing 
in fresh meats, or articles shown in the packing house products 
lists of the suspended tariffs to include in their shipments what 
would be termed less-than-carload shipments of oleomargarine, 
which would be transported to destination at a lower rate than 
a manufacturer limiting himself solely to oleomargarine could 
ship a straight carload of that commodity to the same destina- 
tion. It was further asserted that there would likewise be a 
violation of the intent of section 2 due to the fact that the 
railroads would force on the manufacturers of oleomargarine 
higher less-than-carload rates on their product, while according 
to the larger and more diversified shipper, shipping the same 
commodity, from and to the same points, at the same time, in 
the same quantities, and under substantially similar transpor- 
tation and commercial circumstances and conditions, lower car- 
load rates, under tariff restrictions which the latter alone 
could meet. 


“The manufacturers who are able to make mixed ship- 
ments of fresh meats, packing house products and oleomar- 
garine,” says the brief, “will be able to dominate the market, 
based on the unlawful advantages cited.” 

Kohrs Packing Co., Davenport, Ia., objected to the sus- 
pended tariffs because they made no change in rates from any 
competing packing point. It was due to that condition that 
the Kohrs company found it necessary, said the brief, to 
oppose the reductions from Chicago without similar reductions 
from Davenport, in amounts sufficient to preserve the present 
differential and competitive adjustments in the rates on fresh 
meats and packing house products from Davenport. 


The Cleveland Chamber of Commerce said that the car- 
riers had not justified the proposed rates under sections 1 and 
15a of the interstate commerce act; that the rates were unduly 
discriminatory of certain particular shippers; that they were 
unduly prejudicial to the live stock and meat packing industry 
in central territory and to specific kinds of traffic and that their 
establishment would be destructive of the purposes and policies 
of Congress as expressed in the interstate commerce act. The 
brief said the Cleveland body in whose behalf it was filed 
held that the Commission had both the power and the duty 
so to control both rail and highway carriers as to restrain their 
competition within reasonable and proper limits. 


“Simply to permit respondents to meet any rate established 
by highway carriers,” says the brief, “is not a performance 
of that duty and to hold that truck rates, as filed; must be 
accepted as the measure of proper truck-competitive rail rates, 
is a denial of that power.” 


Cudahy Brothers Co. contended that unless the proposed 
rates were found not justified there would be an undue dis- 
crimination as between the Chicago packers and the packers in 
the Milwaukee territory, resulting in a situation disastrous to 
those in the Milwaukee territory, so far as their business into 
central freight association territory was concerned. The brief 
submitted that if in the judgment of the Commission, the rates 
in question should be permitted to become effective, then 
proper adjustments should be made whereby the packers in the 
Milwaukee territory might continue to compete in the markets 
of the central freight association territory and to retain the 
business they now have therein. 


John Morrell & Co., the Rath Packing Co., and George A. 
Hormel & Co., referring to themselves as interior Iowa nack- 
ers, said there was from interior Iowa to the central freight 
association territory potential, actual and growing truck traffic 
in fresh meats and packing house products. the same as from 
Chicago. and more so than from St. Paul, Minn., and the Mis- 
souri River. For that reason, their brief said. the proposed 
rates should be found not justified without prejudice to the 
publication of reduced rates under the present mixing rules, 
commodity descriptions and minima, such reductions to be the 
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same in amount from interior Iowa packing points as from 
Chicago so as to avoid violation of section 3. 

The railroads, in seeking to justify the rates filed by them 
and suspended in I. & S. No. 4214, meats and packing house 
products from Chicago, said that to save the large amount 
of money which was at stake in this case quick action was 
necessary. The suspended schedules, they said, should not be 
considered as representing the railroads’ exclusive and final 
proposal with regard to rates on these commodities. In act- 
ing to remove the greatest threat to their businesses the rail 
brief said the carriers were not overlooking the possibility of 
similar threats at other points. 

“The contentions of the various protestants,” says the 
rail brief, “are being actively considered. They are customers 
of the railroads. The railroads want their patronage. All 
that can reasonably be done to hold it will be done. But it 
should be remembered that the proposed rates will cause no 
injury. The situation is the same now as it will be after they 
go into effect. The truck rates are in effect. They are being 
used on a tremendous volume of traffic; they will be used 
on all the traffic if the proposed rates do not go into effect. 
The suspension should be lifted and the proceeding discon- 
tinued.” 

In support of a proposition that the suspended tariffs 
would be canceled the American Stock Yards Association, east- 
ern division, the Cleveland Union Stock Yards Co., and the 
Cleveland Livestock Association, said that the respondents had 
not shown the existence of truck competition justifying the 
proposed rates or that the proposed rates would be compensa- 
tory. They added that the proposed rates would result in 
undue or unreasonable preference to certain persons, locali- 
ties and description of traffic. 

Central and St. Louis territory meat packers, arguing 
against the tariffs of the railroads, said that manifestly the 
duty was on the Commission to preserve the inherent ad- 
vantages of motor transportation. Just what would be fair 
trucking rates and what practices might or might not be de- 
structive, they said, did not appear of record. The very ab- 
sence of that information, they said, strongly suggested that 
the Commission could not allow this proposal until it had 
had an opportunity to examine into the truck rates and the 
particular truck carriers. The fact that that would delay mak- 
ing effective the railroads’ proposal, they said, was no excuse 
for non-observance of the clear spirit of the motor carrier act. 

The Buffalo Chamber of Commerce asserted that the rad- 
ical reduction in the rates on fresh meats from Chicago to 
Buffalo without any corresponding reduction in the rates on 
live stock from the west to Buffalo would unduly prefer Chi- 
cago packers in the movement of fresh meats and be prej- 
udicial to Buffalo packers in the obtaining of their live stock. 
It said that the Commission should find that the respondents 
had failed to prove the alleged motor competition between 
Chicago and Buffalo on the fresh meats and that the proposed 
rates therefore were not justified. 

The Eastern Meat Packers’ Association said the carriers’ 
proposal should be disapproved because it was unlawful. 

“We warn the Commission that this proposal is simply an 
entering wedge,” said its brief. “Swift & Co. has plants at 
Cleveland, Cincinnati and Harrisburg. Armour has a plant at 
Jersey City. Is it conceivable that these two big companies 
will permit their Chicago plants to enjoy lower rates than 
their other plants? If the Commission looks with favor upon 
the present proposal, Swift and Armour will find it very easy 
to make some truck shipments from these other plants and 
thus break down the whole rate structure. This would be 
almost a death blow at the small packers in the east on whose 
behalf this brief is filed.” 

The Producers’ Co-Operative Commission Association of 
East Buffalo, N. Y., the Producers’ Co-Operative Commission 
Association of Cincinnati, O., Producers’ Co-Operative Com- 
mission Association operating at Columbus and Cleveland, O., 
and Pittsburgh, Pa., the Michigan Live Stock Exchange, De- 
troit, Mich., and Producers’ Commission Association of Indian- 
apolis, Ind., assert that unless the live stock rates are simul- 
taneously reduced the proposed rates if allowed to become 
effective would result in excessively high rates on live stock, 
and would be unduly preferential to fresh meats and packing- 
house products and prejudicial to the live stock interests. 


PACIFIC COAST HIGHWAY 


“Completion of the last of five large bridges built at a 
cost of $5,500,000 by the Public Works Administration has 
opened to motorists travel on the Oregon section of the great 
international coastal highway extending along the Pacific coast 
from the Canadian to the Mexican borders,” says Public Works 
Administrator Harold L. Ickes. 

“Motorists may now tour 390 miles of smooth highway 
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through a section noted for its scenic grandeur without being 
subjected to the tedious delays of ferries which formerly 
slowed up traffic at five points along the highway. The road 
follows the sea along the Coast Range mountains, passing 
through dense forests, along shelves blasted high in the side 
of cliffs, and through inland stretches of the fresh water coun- 
try with its beautiful flowered landscape. The highway, 
officially known as U. S. 101, is called the Redwood highway 
from Canada to San Francisco and below that—to the Mexican 
border—the King’s highway.” 


EXPLOSIVES REGULATIONS 


The Commission, by Commissioner McManamy, in No. 
3666, regulations for the transportation of explosives and other 
dangerous articles, has amended the regulations heretofore 
prescribed in that case, the amended regulations to be effec- 
tive December 7. The amendments relate to those covering 
transportation by freight, by express, highway and water. 

Amendments pertaining to freight cover, among other 
things, the specifications for containers of sulphur trioxide, the 
antacid content of absorbents in high explosives and the pack- 
ing of cartridges. One of the amendments to the express regu- 
lations also pertains to the specifications for containers for 
sulphur trioxide. Amendments to the specifications relating 
to containers transported by rail, water and highway pertain 
to outside barrels, kegs, riveting and threading. The water 
transportation amendments relate to the stowage of sulphur 
trioxide. 

The Bureau of Explosives has distributed copies of its 
docket No. 15 carrying twenty-two proposals for amendments to 
the Commission’s regulations for the transportation of explo- 
sives and other dangerous articles. The docket is to be con- 
sidered at a conference at the Bureau of Explosives, 30 Vesey 
Street, New York, Room 1804, eighteenth floor, October 6, at 
10 o’clock a. m. 


RAILROAD INFORMATION 


Another “Amazing But True” statement has been issued 
by the Association of American Railroads as follows: 


One standard Pullman car generates for its own use enough elec- 
tricity to supply approximately four ordinary homes. 

The largest locomotive tenders in use in this country have a 
capacity of 25,000 gallons of water and 25 tons of coal. When used 
on heavy freight runs they can travel 200 miles, or, in heavy passenger 
service, from 250 to 300 miles before replenishment of the fuel supply. 

Railway dining cars serve approximately twenty-five million meals 
a year—equivalent to serving every inhabitant of a city of nearly 23,000 
population with three meals a day for an entire year. 

Despite repeated warnings of danger issued by the railroads 2,386 
trespassers on railway property were killed in accidents in 1935, more 
than in any year since 1918 with the exception of one. 

The tax bill of the Class I railroads of the United States in July, 
this year, was forty per cent greater than one year ago. 

Two long and two short whistle blasts from a locomotive, under 
the signal code used by all railroads in this country, indicate that a 
train is approaching a highway grade crossing. 

The firebox of one of the largest locomotives in operation in this 
country is nine feet wide and twenty-two feet long—or one hundred 
and ninety-eight square feet—approximately the area of a living room 
in an average small home. 


COAL ASSOCIATION ACTION 


The executive committee of the National Coal Association 
has approved the association’s policy of fighting for reductions 
in freight rates on bituminous coal. This policy will be con- 
tinued, according to the association. 

The committee approved a resolution to the effect that the 
National Coal Association “is opposed to government owner- 
ship of railroads.” 


NEW BOOKLETS ON LOADING 


The transportation division, Association of American Rail- 
roads, has approved and issued four additional pamphlets on 
the loading and bracing of specific commodities, prepared by 
the committee on prevention of loss and damage of the freight 
claim division. They are: Loading, Bracing and Blocking Car- 
load Shipments of Paint in Wooden Cases, Cartons, Drums, 
Barrels, or Pails; Loading Plasterboard, Wallboard and Lath 
of Similar Composition, either in Solid Loads or with Bagged 
Commodities as Mixed Loads; Loading and Blocking Cable and 
Similar Commodities on Reels; and Loading, Bracing and 
Blocking Loose Car Wheels in Closed Cars. Interested shippers 
may obtain copies from either the secretary of the transpor- 
tation division or of the freight claim division at Chicago. 
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September 19, 1936 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


The full cargo market continued strong in most directions 
in the last week, with prompt tonnage scarce and owners still 
reluctant to make commitments except at higher rates than 
those last paid. As a result the list of fixtures was not large. 
In the grain trade indications pointed to a strong market out 
of the St. Lawrence and the River Plate. One notable feature 
was the absence of activity in the scrap iron trade for the 
second successive week, although one vessel was reported to 
_ been fixed for a transatlantic voyage with scrap at about 

s. 

Grain fixtures were limited to three from the St. Lawrence, 
all of them to picked ports U. K./Antwerp-Rotterdam on the 
basis of 2s 3d, one a steamer of 2,830 net for loading the last 
half of September, another of 2,586 net for October and a third 
of 2,649 net for the first half of October. 

The only transatlantic sugar fixture reported was unusual 
in its terms. It was a Spanish steamer of 4,900 tons, fixed 
from Cuba to U. K./Continent at 14s 6d with charterers pay- 
ing extra insurance, for October-November loading. 

Time charters were somewhat limited in number, being 
mostly for round trips in the West Indies and Canadian trades. 
A motorship of 2,629 net tons was engaged for twelve months’ 
general trading at 4s 74d for delivery North of Hatteras, Oc- 
tober-November loading, and a 9,000 ton American vessel was 
taken for a single voyage, North Pacific to North Atlantic, at 
$2.75 for prompt loading. A steamer of 1,397 net tons was 
chartered for from four to six months’ general trading at $1.20, 
delivery North of Hatteras, late September. 

Little export coal business was consummated and that was 
limited to nearby destinations, but a considerable number of 
inquiries were heard for tonnage in the West Indies and Cana- 
dian trades. 

Three dirty tankers were fixed from the Gulf, one of 10,500 
tons to France on the basis of 9s 6d for September, another 
of 14,000 tons to France on the same basis, also September and 
an 8,500 ton vessel to South Africa at 14s 6d for September 
loading. From Philadelphia a clean vessel, 7,000 tons, was fixed 
for Antwerp at 10s for October loading. 

From the Pacific coast a steamer of 4,009 net tons was 
fixed from Vancouver to U. K./Continent on the basis of 24s 
f. i. o. for October loading. 


Rates on Lumber 


The Shipping Board Bureau held a two-day hearing in 
New York September 10 and 11 on the proposal of the inter- 
coastal steamship lines to increase rates on lumber from $12.50 
to $13 a thousand feet. The New York hearing was a resump- 
tion of that opened in Seattle last month. Examiner G. O. 
Basham presided. ‘ 


A number of witnesses representing lumber shippers testi- 
fied in opposition to the proposed increase, their view being 
that the present rate already handicapped them, that reduc- 
tions in lumber rates by the railroads had caused them to di- 
vert shipments from the water lines to the rails, and that this 
diversion would increase if the higher rate were granted. 

L. B. Anderson, of the Guernsey-Westbrook Lumber Com- 
pany, asserted that the intercoastal lines could cut their costs 
in the handling of lumber by establishing a central clearing 
house in ports where cargo originated and by concentrating 
their loading and discharging operations. 

A. G. Grozier, agent for the Puget Sound Associated Mills, 
objected to the increase on the ground that his company was 
already shut out of the Boston market by competition from 
Canadian mills, which made use of chartered tonnage at a 
lower cost. 

Figures were submitted to show how operating costs had 
increased, those for the Luckenbach Steamship Company and 
the Luckenbach Gulf Line indicating increases in seamen’s 
wages of 60.84 per cent, and 70.22 per cent, respectively, be- 
tween 1933 and 1936, while longshoremen’s wages had in- 
creased 59.52 and 66.79 per cent for eastbound freight and 
68.88 and 94.84 per cent for westbound freight. Wages for 
clerical assistance had increased 31.03 and 37.95 per cent, 
respectively, it was testified. M. G. De Quevedo, counsel for 
the intercoastal lines, said these figures represented the gen- 
eral situation throughout the intercoastal trade and called 
attention to the announcement by the International Long- 
shoremen’s Association that it would demand an increase in 
wages beginning on October 1 at North Atlantic ports. 


Intercoastal Freight Association 


The newly organized Intercoastal Steamship Freight As- 
sociation abandoned, at least temporarily, its efforts to select 
a chairman when it elected George E. Talmadge, Jr., freight 
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traffic manager of the Panama Pacific Line, as honorary 
chairman. Members of the association had been trying for 
several weeks to reach an agreement on a selection for the 
post, but had remained deadlocked. 

A statement issued by R. A. Nicol, vice president of the 
Quaker Line, and W. S. McPherson, of the American-Hawaiian 
Line, said: 


The Intercoastal Steamship Freight Conference has decided to tem- 
porarily run its business with an honorary chairman. selected from 
among its members. With this set-up we fully expect to be able to go 
ahead and handle all matters to come before the association and deal 
satisfactorily with the general public and shippers in general. 


Joseph P. Ryan, president of the International Long- 
shoremen’s Association, announces that the association will 
demand a new wage. scale of $1.00 an hour with $1.50 for 
overtime when its contract with the New York Shipping Asso- 
ciation expires September 30. The wage scale currently in 
effect is for 95 cents an hour and $1.35 for overtime. About 
40,000 men employed on piers of deepwater steamship lines 
from Portland, Me., to Norfolk, Va., would be affected by the 
new wage scale. 

The union’s demands have been presented to the New 
York Shipping Association, which has taken them under ad- 
visement. 


U. S. MARITIME COMMISSION 


President Roosevelt said at his press conference September 
15, in answer to a question, that he hoped to appoint the mem- 
bers of the Maritime Commission this week. At his press con- 
ference a week ago he said he hoped to make the appointments 
inside of a week. 

It was announced at the White House September 18 that 
the appointments to the Maritime Commission would not be 
made public that day but it was intimated that the President 
might announce them in a day or two. 

J. C. Peacock, director of the Shipping Board Bureau, 
Harllee Branch, second Assistant Postmaster-General, and 
real admirals William D. Standley and Emory S. Land are 
among those said to have been under consideration for places 
on the Commission. 

The President may appoint only three of the five members 
at this time, a majority of the members being authorized by 
the merchant marine act to transact business. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


5389, between Luckenbach Steamship Company, Inc., and A. F. 
Klaveness & Co., A/S (Klaveness Line), providing for the transporta- 
tion of cargo under through bills of lading from United States Atlan- 
tic Coast ports to the Straits Settlements, Siam, Borneo, and Indo- 
China, with transhipment at San Francisco or Los Angeles Harbor. 

5390, between Luckenbach Gulf Steamship Company, Inc., and 
A. F. Klaveness & Co., A/S (Klaveness Line), providing for the trans- 
portation of cargo under through bills of lading from United States 
Gulf ports to the Straits Settlements, Siam, Borneo, and Indo-China, 
with transhipment at San Francisco or Los Angeles Harbor. 

5430, between Canadian Pacific Steamships, Ltd., Canadian Pa- 
cific Railway Company’ (Bfitish Columbia Coast Steamship Service), 
Border Line Transportation Company, and Luckenbach Steamship Com- 
pany, Inc., providing for the transportation of cargo under through 
bills of lading from China, Japan, and the Philippine Islands to United 
States Atlantic Coast ports, with transhipment at Vancouver, B. C., 
and Seattle, Wash. 

5447, between Canadian Pacific Steamships, Ltd., Canadian Pacific 
Railway Company (British Columbia Coast Steamship Service), Bor- 
der Line Transportation Company, and American-Hawaliian Steamship 
Company providing for the transportation of cargo under through bills 
of lading from China, Japan, and the Philippine Islands to United 
States Atlantic Coast ports, with transhipment at Vancouver, B. C., 
and Seattle, Wash. 

Conference 120-35, between Anchor Line (1935), Ltd., Canadian 
Pacific Steamships, Ltd., United States Lines Company et al., modi- 
fying the Mediterranean Cruise agreement between the member lines 
of the Trans-Atlantic Passenger Conference to provide for changes 
in the minimum fares applicable on vessels nominated for such 
cruises by the lines. 

5404, between States Steamship Company and United Fruit Com- 
pany providing for the transportation of cargo under through Dills 
of lading from United States Atlantic and Gulf ports to the East 
Coast of Colombia, with transhipment at Cristobal. 

5405, between Pacific Atlantic Steamship Company and United 
Fruit Company providing for the transportation of cargo under through 
bills of lading from United States Atlantic and Gulf ports to the East 
Coast of Columbia, with transhipment at Cristobal. 

5406, between States Steamship Company and The Pacific Steam 
Navigation Company providing for the transportation of cargo under 
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through bills of lading from United States Atlantic ports to the West 
Coast of South America and West Coast of Central America, with tran- 
shipment at Cristobal or Balboa. 

5407. between Pacific-Atlantic Steamship Company and The Pacific 
Steam Navigation Company providing for the transportation of cargo 
under through bills of lading from United States Atlantic ports to 
the West Coast of South America and the West Coast of Central 
America, with transhipment at Cristobal or Balboa. 

5442, between Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) and 


Bull Insular Line, Inc., providing for the transportation of oleomar- 
garine and vegetable lard under through bills of lading from Manila, 
Vhilippine Islands, to Puerto Rican ports, with transhipment at New 


York. 

5460, between Dollar Steamship Lines, Inc., Ltd., and Panama 
Mail Steamship Company (Grace Line) providing for the transporta- 
tion of cargo under through bills of lading from China, Japan, Phil- 
ippine Islands, and French Indo-China to United States Atlantic 
Coast ports, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 

Agreements Canceled 

1984 between Luckenbach Steamship Company, Inc., 
Line, which has been superseded by 5389. 

1985 between Luckenbach Gulf Steamship Company, Inc. 
veness Line, which has been superseded by 5390. 

1483 between Canadian Pacific Steamships, Ltd., and Luckenbach 
Steamship Company, Inc., which has been superseded by 5430. 

4581 between Canadian Pacific Steamships, Ltd., Canadian Pacific 
Railway Company (British Columbia Coast Steamship Service), Border 
Line Transportation Company, and American-Hawaiian Steamship Com- 
pany, which has been superseded by 5447. 

1422 between Quaker Line and Pacific Steam Navigation Company 
providing for the transportation of cargo under through bills of lading 
from Atlantic Coast ports to the West Coast of Central America and 
West Coast of South America, with transhipment at Cristobal. 


__ Water carrier agreement 531 and those following it, pub- 
lished in the Daily Traffic World of Sept 11 and the Traffic 
World of Sept. 12, save been cancelled, a sub-hearing, “Agree- 


and Klaveness 


, and Kla- 


ments Cancelled,” having been omitted above agreement 531. ° 


MONTREAL-NEW YORK WATERWAY 


Members of the International Joint Commission, which is 
composed of two sections, one representing Canada and the 
other the United States, are making an inspection of a proposed 
deeper waterway than now exists between Montreal and New 
York City via Lake Champlain and the Hudson River. The 
survey has been authorized by Congress. Following public 
hearings later the commission will report to Congress. Those 
making the inspection trip are: Charles Stewart, Sir William 
Hearst, and George W. Kyte, Canadian members; A. O. Stan- 
ley, and John H. Bartlett, American members; Lawrence J. 
Burpee and Jesse B. Ellis, Canadian and American secretaries 
of the commission, respectively; and Col. Edmund L. Daly, 
of the U. S. army engineers: Guy A. Lindsay, of the Canadiana 
Department of Railways and Canals, and Lucien Dansereau, 
district engineer of the Montreal Department of Public Works. 


ST. LAWRENCE SEAWAY 


President Roosevelt, in a letter to Fred J. Freestone, 
chairman of the National Seaway Council, September 16, said 
it was his “very earnest hope that negotiations for the St. 
Lawrence (waterway) project may be carried forward within 
the coming year to a successful and final conclusion.” At 
the first session of the Seventy-fourth Congress the Senate re- 
fused to ratify a treaty with Canada providing for construc- 
tion of the seaway. The President has stated several times 
that a revised treaty will be submitted to the Senate. The 
National Seaway Council is composed of representatives of 
organizations actively working for completion of the Great 
Lakes-St. Lawrence project. These include the National 
Grange, the Great Lakes Harbors Association, the West 
Michigan Legislative Council, the St. Lawrence Tidewater 
Association, the Champlain Valley Council, the American 
Farm Bureau Federation, the Wisconsin Deep Waterway 
Commission, and the New York Power Authority. 


AUTOMOBILES FOR EXPORT 


The Board of Commissioners of the Port of New Orleans 
and the New Orleans Joint Traffic Bureau have asked the 
Commission to suspend supplements to Jones and Boyd tariffs, 
dated to be effective October 1, establishing rates on auto- 
mobiles from points in Central Freight Association territory 
to Gulf and Atlantic ports, for export, in purported compli- 
ance with its decision to remove prejudice against New Or- 
leans by making rates no higher to New Orleans than to 
Canadian ports. The railroads, in the protested supplements, 
propose to comply with that mandate by canceling the rates 
to the Canadian ports, now on the New York basis and estab- 
lishing higher rates to New Orleans than to New York. 

The New Orleans commissioners point out that Boston, 
Mass., and Portland, Me., accorded New York rates in the 
tariff supplements, have mileages higher from points in Indi- 
ana, for illustration, than New York. 
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In spite of the fact that those ports have a mileage rang- 
ing 11.4 per cent when to Boston and 22.6 per cent when to 
Portland, over the New York mileage, respectively, they are 
to enjoy, under the protested supplements, the New York 
rates while the rates from the same points in Indiana to New 
Orleans are increased as much as 77.5 per cent for an in- 
crease of only 19.4 per cent in mileage, in some instances, 


HAMMOND SHIPPING CASE 


Examiner Robert M. Furniss, of the Shipping Board Bu- 
reau, in a proposed report in No. 409, intercoastal schedules of 
Hammond Shipping Co., Ltd., has recommended that the Secre- 
tary of Commerce find that the company is not a common or 
contract carrier by water in intercoastal commerce and strike 
from the files of the bureau the intercoastal schedule of the 
carrier. The company is engaged in the Pacific coastwise trade, 
carrying lumber and general merchandise, according to the re- 
port. The respondent stated its intercoastal operations were 
discontinued in 1934. The schedule in issue was filed November 
18, 1933, effective December 30, 1933. The respondent said it 
might wish to enter the intercoastal trade in the future and 
therefore opposed withdrawal of its tariff. The examiner said 
the carrier could file another tariff if and when it was ready to 
engage in business in the intercoastal trade. 


IMPROVEMENT OF WATERWAYS 


An allotment of river and harbor funds of $60,000 for 
full completion of dredging the channel from Apalachicola 
River to St. Andrews Bay, Fla., a distance of about 49 miles, 
has been announced by the War Department. Congress au- 
thorized a channel 9 feet deep and 100 feet wide, forming a part 
of the intracoastal waterway along the Gulf of Mexico coast 
line. The dredging was begun with $340,000 of emergency 
relief funds. Commercial traffic in this section of the water- 
way for the last five years has averaged 118,667 tons per 
annum, having an average annual value of $316,611, according 
to the department. It added it was estimated that with in- 
creased channel dimensions the prospective commerce, con- 
sisting chiefly of pulpwood and fullers earth, would approxi- 
mate 200,000 tons annually. 


TIDEWATER CHAIN ACQUIRES NEWARK TERMINAL 


A new corporation, the Newark Tidewater Terminals, Inc., 
has been formed by executives of the Chain of Tidewater 
Terminals, to operate a deepwater terminal at Newark. The 
corporation has leased a part of the former army base at 
Newark from the city of Newark for fifteen years at a rental 
of half the profits, guaranteed to be not less than $100,000. 
The property came under the jurisdiction of the city of Newark 
through an act of Congress. Dr. W. B. McKinney, president, 
Chain of Tidewater Terminals, handled the negotiations ior 
the lease. With the acquisition of the Newark terminal, the 
chain now has deepwater facilities at Boston, New York and 
Norfolk, as well as warehouses in Buffalo and Philadelphia. 


HOUSTON SHIP CHANNEL 


The War Department has announced allotment of $350,000 
for dredging in the Houston ship channel, Tex. Commercial 
traffic in the channel for the last. five years, said the depart- 
ment, had averaged 16,380,198 tons per annum, having an 
average annual value of $399,595,548. 


AMERICAN TANKERS’ TARIFFS 
The Department of Commerce has discontinued No. 415, 
intercoastal schedules of Robert W. Malone (American 
Tankers’ Corporation), in which the respondent was required 
to show cause why tariffs of the respondent should not be 
stricken from the files, the respondent having canceled the 
tariffs in question. 


INTERCOASTAL LUMBER 


H. S. Brown, chief of the division of regulation of the 
Shipping Board Bureau, has assigned for further hearing at 
New York, September 21, conference room No. 823, 45 Broad- 
way, before Examiner G. O. Basham, No. 418, in the matter 
of services, charges and practices of carriers engaged in the 
eastbound transportation of lumber and related articles by 
way of the Panama Canal. 


PANAMA CANAL TOLLS 

In the six months ended with August Panama Canal tolls 
aggregated $12,578,713.61 as against $11,144,202.94 for the cor- 
responding period last year, according to the War Department. 
Commercial vessel transits totaled 2,906 in the six months as 
against 2,488 in the corresponding period last year. In August 
the transits totaled 473 as against 456 in July and the tolls, 
$2,051,540.28 as against $1,999,105 in July this year and $1,- 
757,259.77 in August last year. 
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AIR LINES AND RAIL TRAFFIC 


Air line traffic promotion is proceeding on the theory 
that the railroad and the airplane are not competitors for the 
same. traffic, according to Harold Crary, vice-president in charge 
of traffic and advertising, United Air Lines, who spoke before 
the Federated Advertising Clubs of Chicago at a luncheon at 
the Sherman Hotel September 17. He said it had been his 
observation that most of the travel by air was created travel 
and not travel taken from the rails. He cited the case of an 
Ohio business executive who had made 300 trips to New York 
because the round trip could be made in one business day. 
Before the advent of fast, safe air travel, he said the executive 
told him, his business in New York had been transacted by 
telephone and telegraph. He also told about the number of 
passengers between large centers who went back and forth 
to witness athletic events they would have foregone had the trip 
taken much time from. business. 

“As a matter of fact,” he added, “the growth of the air 
travel business has contributed not a little to rail traffic. 
Translate the 900,000,000 gallons of gasoline used yearly by 
the United Air Lines into tank carloads and you will see what I 
mean.” 

He said the two great obstacles the airlines had to over- 
come in the public mind were fares and fears. The former had 
been solved, to a great degree, by drastic reductions in fares 
in recent years. Originally, he said, a ticket for a 33-hour 
transcontinental trip sold for $600. Now, he added, the trip 
was made in a little over 15 hours and the ticket sold for 
$160. On the point of safety he asked his hearers to “read the 
record and not the headlines.” He read from a circular pre- 
pared and circulated by six large insurance companies, in 
which it was said that air travel had become so safe “that your 
insurance company would rather have you or your employes fly 
on scheduled air lines than make the same trip in the family 
automobile.” The circular said the 1935 air travel safety fac- 
tor was 24,037,062 passenger miles to one fatality. That, it 
said, was equivalent to “flying continuously in a scheduled 
transport plane at an average speed of 160 miles an hour for 
17 years, 1 month, 3 weeks and 21 hours before meeting with a 
fatal accident.” The air safety factor for 1935 was five times 
as high as in 1931, it said. 

Jack Knight, veteran flyer, with nearly 2,000,000 miles of 
flying without an accident to his credit, explained the technique 
of flying. 


AIR PROGRESS PERIOD 


In a letter to Secretary Roper, President Roosevelt has 
expressed the hope that agencies of the government, state and 
municipal officials and civic groups will cooperate in the ob- 
servance of the current “Air Prégress” period between Septem- 
ber 1 and October 10, set aside by the National Aeronautic 
Association. Secretary Roper has directed a communication to 
officials and employes of the Bureau of Air Commerce to join 
with the National Aeronautic Association in efforts to make the 
“Air Progress” period as successful as possible in furthering 
the advancement of aeronautics, said the Department of Com- 
merce, adding: 


The purpose is to enable aviation groups, Chambers of Commerce, 
educational institutions, clubs and other societies to inform the public 
regarding the aims, achievements and needs of American aviation. It 
has no commercial motive whatever, and aims to create an intelligent 
public opinion regarding aviation. 

During this period, many aviation meetings are held throughout the 
nation. Many airports are being dedicated. Speakers are appearing 
before civic organizations and elsewhere to tell the story of aviation 
to the public. Many cities and states are holding air meets and air 
tours. 

No money has been appropriated by the government or any other 
agency and the whole program is merely a spontaneous, volunteer ef- 
fort for public education in aviation. 


CHINCHILLAS SHIPPED BY AIRPLANE 


That airplanes lend themselves admirably to the trans- 
port of certain unusual cargoes is revealed in a report to the 
Commerce Department from Commercial Attache R. G. Glover, 
Panama, says the department. 

Recently, the report states, a shipment of 36 Chilean 
chinchillas, valued at $200,000, was made from Chile to Cali- 
fornia. The chinchilla, it is pointed out, is a fur-bearing ani- 
mal found in the lofty plateaus of the Andean range, and its 
fur is one of the most expensive in the world. The shipments 
in question took several months to assemble and was accom- 
panied by two experts. 

Air transport, the Commercial Attache declares, has 
solved an important problem in shipping animals which live 
in a high altitude. According to the caretakers, the tempera- 
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ture and air condition of a plane in flight are the most suit- 
able for transporting these animals. 

As far as is known, this is the first shipment of this nature 
made by air, according to the report. Its success is indicated 
by the fact that none of the chinchillas transported was ad- 
versely affected by the journey. 


TWA FLYING TIME REDUCTIONS 


A general speeding up on flying schedules of Transconti- 
nental and Western Air, Inc., became effective September 15. 
Typical of reductions in transcontinental flying time were the 
Sky Master, eastbound, 76 minutes; Flight 21, westbound, 38 
minutes; Advance Sky Chief, westbound, 35 minutes; Sky 
Century, westbound, 35 minutes; Sky Chief, westbound, 28 
minutes; Sun Racer,.westbound, 13 minutes. The TWA’s 
eastbound Sky Chief remains the fastest available transconti- 
nental crossing, making the trip in 15 hours and 32 minutes. 
According to a statement by Jack Frye, president, TWA, the 
line has, in recent months, experienced the greatest traffic 
in its history in all three branches—passenger, mail and ex- 
press. 


OHIO VALLEY ADVISORY BOARD MEETING 


The Ohio Valley Transportation Advisory Board will meet 
at the Brown Hotel, Louisville, Ky., September 22. In con- 
junction with the meeting the Transportation Club of Louis- 
ville will tender to the members of the board a luncheon, at 
the Brown Hotel, at which I. B. Tigrett, president, Gulf, Mobile 
and Northern, Mobile, Ala., will speak on “Courageous Vision.” 
J. B. Hill, president, Louisville and Nashville, Louisville, will 
be honorary chairman at the luncheon. 


SOUTHEAST SHIPPERS’ BOARD MEETING 


An increase of 13 per cent in the carloadings of basic com- 
modities in the southeast was forecast at the meeting of the 
Southeast Shippers’ Advisory Board at Atlanta, Ga., Septem- 
ber 17. The increases were predicted in reports of commodity 
committees presented to the meeting. Among the commodities 
on which the largest increases were forecast were coal and 
coke, 25 per cent; furniture and lumber 20 per cent; brick 
and clay products, grain and grain products, textiles, cotton 
and cottonseed products, 10 per cent each. Expected increases 
on cement, crushed stone, iron and steel, and sand, gravel 
and slag, ranged from 10 to 15 per cent. A. W. Vogtle, man- 
ager of sales and traffic, De Bardeleben Coal Corporation, Bir- 
mingham, Ala., general chairman of the board, presided. W. 
C. Kendall, chairman, car service division, Association of 
— Railroads, reported on general transportation con- 

itions. 





NEW ENGLAND SHIPPERS’ BOARD 


The New England Shippers’ Advisory Board held a meet- 
ing at the Poland Spring House, South Poland, Me., September 
11. Nearly 200 attended. Dr. C. S. Duncan, economist, Asso- 
ciation of American Railroads, spoke on transportation regula- 
tion, and H. F. McCarthy, general passenger agent, Boston and 
Maine-Maine Central, on the effect of reduced fares on summer 
passenger travel in New England. W. H. Day, Boston Cham- 
ber of Commerce, reported as chairman of the legislative com- 
mittee. Reports of the commodity committees indicated an 
expected increase in carloadings in the district in the last quar- 
ter of 1936 of 5 per cent over the same quarter of 1935. 


TRANS-MISSOURI-KANSAS SHIPPERS’ BOARD 

The Trans-Missouri-Kansas Shippers’ Advisory Board will 
meet at the Besse Hotel, Pittsburg, — September 22. There 
will be a luncheon at noon, at the Besse Hotel, sponsored by 
the Pittsburg Chamber of Commerce, at which John Paul Jones, 
editor, Lyons, Kansas, Daily Star, will be the speaker. Clyde 
M. Reed, chairman of the board, will preside at the luncheon 
and at the meeting. In addition to the regular reports of 25 
commodity committees and for 22 individual railroads, the fol- 
lowing reports and discussions are on the program: General 
transportation conditions, report by L. M. Betts, manager, 
closed car section, car service division, Association of Amer- 
ican Railroads; reports of six terminal grain committees by 
F. A. Theis, Kansas City, Mo.; L. H. Powell, Wicnita, Kan.; 
George E. Gano, Hutchinson, Kan.; E. C. Wyatt, Salina, Kan.; 
N. K. Thomas, St. Joseph, Mo., and G. H. Blanke, Atchison, 
Kan.; a discussion of the itinerant truck problem led by Mr. 
Theis and W. E. Bluecher; a talk on classification by A. M. 
Corp, traffic commissioner, Wichita Chamber of Commerce; 
report of the freight claim prevention committee, by F. B. 
Blair; report of the railroad contact committee, by W. N. 
Deramus, vice-president, Kansas City Southern; report of the 
district manager, E. W. Coughlin; discussion of dunnage al- 
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lowances on box cars led by H. G. Legan. The afternoon will 
be devoted to addresses on and a discussion of the soil con- 
servation program. The following are scheduled to speak: 
L. C. Williams, assistant director, extension service, Kansas 
State College, and W. L. English, agricultural commissioner, 
St. Louis-San Francisco Railway. 


ALLEGHENY REGIONAL BOARD 


The Allegheny Regional Advisory Board will meet at the 
Odd Fellows Temple, Canton, Ohio, September 24. Charles 
Donley, traffic counselor, Pittsburgh, Pa., general chairman, 
will preside. A. R. Kennedy will report on the expanded activi- 
ties of the board. L. G. Hults will report for the executive com- 
mittee, and J. L. O’Toole for the railroad contact committee. 
W. J. McGarry, manager, open car section, car service division, 
Association of American Railroads, will report on the national 
transportation situation, and C. R. MeGee will report as dis- 
trict manager. There will be two open forum discussions. One 
on the car service rules will be led by Mr. McGarry, and the 
second, on the practicability of railroad diesel motive power, 
will be led by A. H. Candee, engineer, Westinghouse Electric 
and Manufacturing Company. There will be the usual reports 
from commodity committees and from representatives of indi- 
vidual railroads. At a luncheon on the day of the meeting at the 
Odd Fellows Temple, R. E. Woodruff, vice-president, operations 
and maintenance, Erie Railroad, Cleveland, Ohio, will speak. 
T. V. Buckwalter, vice-president, Timken Roller Bearing Com- 
pany, will be toastmaster. 


SOUTHWEST SHIPPERS’ BOARD 


The Southwest Shippers’ Advisory Board will hold a meet- 
ing at the Goldman Hotel, Fort Smith, Ark., September 24, 
There will be a luncheon at noon at the Goldman Hotel, spon- 
sored by the local Kiwanis, Rotary, Lions, Exchange and 
Noon Civic Clubs. Jess Putnam, president, Kiwanis Club, 
will be toastmaster, and Ray Atherton, district director of 
the Commission’s bureau of motor carriers, will speak. Homer 
J. Conley, commissioner, Fort Smith Traffic Bureau, general 
chairman of the board, will preside at the meeting. James 
Jordan, mayor of Fort Smith, will make an address of wel- 
come. Van B. Myers, traffic manager, Atlantic Oil Producing 
Company, Dallas, Texas, general secretary, will report for 
the executive committee, and C. J. Stephenson, vice-president, 
Frisco Lines of Texas, Fort Worth, Texas, for the railroad 
contact committee. Other reports, in addition to those of 
the commodity committees and representatives of individual 
railroads, will include: Loss and damage prevention commit- 
tee, H. B. Lockett, traffic manager, John Deere Plow Company, 
Dallas, and J. T. Gallasky, secretary, Southwestern Claim Con- 
ference, Fort Worth; agricultural marketing committee, Dr. 
A. B. Cox, director, bureau of business research, University of 
Texas, Austin; freight station section, A. E. Rankin, Fort 
Worth, Texas, L. M. Betts, manager, closed car section, car 
service division, Association of American Railroads, will speak, 
and R. W. Edwards, district manager of the car service divi- 
sion, will report. 





Digest of New Complaints 





No. 27491, Sub. No. 6. Peabody Coal Co., Chicago, Ill., vs. C. & E. I. 
et al. 

Unreasonable rate, $2.45 a net ton, bituminous coal, Danville 
(Ill.) rate group to Janesville, Wis. Asks rate. (W. Y. Wildman 
and C. W. Stadell, attys., 307 N. Michigan Ave., Chicago, III.) 

. 27513, Sub. No. 1. Warren Gear Manufacturing Co., Warren, 
Pa., vs. Belt Railway of Chicago et al. 

Unreasonable charges, sand, Ottawa, Ill., to Warren (Struthers), 
Pa. Asks reparation. (L. V. Brandt and Edgar O. Anderson, prac- 
titioners, Stationery Mart Blidg., Chicago, IIl.) 

. 27528, Capital Paper Co. et al., Indianapolis, Ind., vs. N. Y. C. et al. 

Unreasonable rates, tissue wrapping, Norwood, Lyons Falls, and 
Little Falls, N. Y., to Indianapolis, Ind. Asks reparation. (H. B. 
McNeely, commr. freight 7 traffic division, Indianapolis Chamber 
of Commerce.) 

. 27529, Ideal Cement Co., Denver, Colo., vs. A. T. & S. F. et al. 

Rates in violation sections 1 and 3, cement, Boettcher, Colo., to 
points in New Mexico, as compared with rates afforded competitors 
from points in Mo., Kan., Okla., and Tex. Asks rates. (E. W. 
Martindell, t. m. and practitioner, 821 17th St., Denver, Colo.) 

- 27530. Coast Fishing Co., Wilmington, Calif., vs. Sou. Pac. et al. 

Unjust and illegal charges, canned mackerel, Wilmington, Calif., 
to Chattanooga, Tenn. Asks cease and desist order as to collection 
of additional charges. (L. B. Irish, secretary, Wilmington, Calif.) 
. 27491, Sub. No. 7, Northern Illinois Coal Corporation, Chicago, 
Ill., vs. Alton et al. 

Coal, Wilmington, IIll., to Gainesville, Wis., and points in south- 
ern Wisconsin intermediate to Gainesville in violation of section 1. 
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Asks new rates. (C. B. Cardy, atty., 608 South Dearborn St., Chi- 
cago, Ill.) 


. 27531, Easy Washing Machine Corporation, Syracuse, N. Y., vs. 
Cc. B. & Q. et al. 

Rate, sand, Ottawa, Ill., to Syracuse, N. Y., in violation of sec- 
tion 1. Asks reparation. (L. V. Brandt, Edgar O. Anderson, prac- 
titioners, 328 South Jefferson St., Chicago, Ill.) 

. 27532, Milton R. Katzenberg and Lucien Katzenberg, trading as 
Jacob Stern & Sons, Philadelphia, Pa., vs. Pennsylvania. 

Rate, edible animal tallow in tank cars, Tioga Street, Phila- 
delphia, to Coopers Point, Camden, N. J., in violation of section 
1. Ask new rates and reparation. (T. P. Scanlan, practitioner, 
1608 Milwaukee Ave., Chicago, Ill.) 


. 27533, Jos. Strong & Co., Inc., Terre Haute, Ind., vs. C. C. C. 
& St. L. et al. 


Rate, baking powder, Los Angeles, Calif., to Terre Haute, Ind., 
in violaton of section 1. Asks reparation. (L. V. Brandt, and 


Edgar O. Anderson, practitioners, 328 South Jefferson St., Chicago, 
Ill.) 


. 27534, A. J. Amundson, doing business as Wisconsin Moss Co., 
Wisconsin Rapids, Wis., vs. A. & W. et al. 

Rates and minimum weights, sphagnum moss, points in central 
Wisconsin to points in the United States in violation of section 1. 
Asks new charges. (Adolph E. Solie, practitioner, 715 First Cen- 
tral Bldg., Madison, Wis.) 

. 27535, Lester A. Crancer and George B. Fleischman, doing business 
under the firm names of Valley Steel Products Co. and Mid-Valley 
Steel Co. et al., St. Louis, Mo., vs. A. & S. et al. 

Rates, articles shipped as scrap iron, from points in Ark., IIl., 
La., Mo., N. Mex., Okla. and Tex., to St. Louis, Mo., and E. St. 
Louis, Ill., in violation of sectons 1, 3 and 6, the undue preference 
being for competitors. Ask new rates and the waiving of alleged 
undercharges. (Louis Mayer, atty., Bell Telephone Bldg., St. 
Louis, Mo.) 


NEW JERSEY TRAFFIC LEAGUE 


The next meeting of the New Jersey Industrial Traffic 
League will be held at Newark September 30. At a recent 
meeting of the league, carloading and trucking companies, 
some of which had held membership in the league or were 
applying for membership, were classified as common carriers 
and thus became illegible for such membership. Administra- 
tive rulings of the Commission’s motor carrier bureau were 
discussed at the meeting, M. P. Bauman, chairman of the rate 
committee, and E. E. Ebert, member of the legislative commit- 
tee, leading the discussion. W. W. Weller, vice-president, pre- 
sided in the absence of Sol Rettino, president. 


NEW CARS FOR MERCURY 


F. E. Williamson, president, New York Central, announced 
September 14 that patronage of the Mercury, the railroad’s 
streamline train operating daily between Cleveland and De- 
troit, was so heavy that it was necessary to order two addi- 
tional coaches for it. They will be similar to the full-sized 
day coaches, seven of which make up the train at present. The 
train, according to Mr. Williamson, has had a perfect on-time 
record since it was put in service July 15. Its departure time 
from Cleveland will be changed from 7:30 a. m. to 8:15 a. m. 
September 27. There will be no change in the two hours and 
fifty minutes’ running time on which it now makes the 164- 


mile trip between Cleveland and Detroit, including a stop at 
Toledo. 


PENNSYLVANIA PASSENGER IMPROVEMENTS 


A new train will be added to the fleet now operated by 
the Pennsylvania Railroad between New York and Chicago 
September 27. The new train, named the Midwesterner, will 
leave New York at 11:35 p. m. daily and arrive in Chicago at 
5:55 p. m., a running time of 18 hours and 20 minutes. At 
the same time the Pennsylvania will reduce the running time 
on a number of its through passenger trains. The Detroit 
Arrow, between Chicago and Detroit, will have its running 
time in both directions cut to 4 hours and 45 minutes. It 
will leave Chicago at 5:15 p. m. and arrive at Detroit at 10:00 
p. m. Westbound, it will leave Detroit at 4:25 p. m. and ar- 
rive at Chicago at 9:10 p. m. The westbound Liberty Limited 
will make the trip from New York to Chicago in 17 hours and 
10 minutes, and from Washington to Chicago in 16 hours and 
40 minutes. Departure from New York will be at 4:10 p. m., 
Washington at 4:40 p. m., and Philadelphia at 5:40 p. m., with 
arrival at Chicago at 9:20 a. m. The running times of the 
Gotham Limited and the Pennsylvania Limited will be cut, 
the reductions in time ranging from 21 to 50 minutes. 


N. Y. SHIPPERS’ CONFERENCE CHAIRMAN 


In an article, appearing in the Traffic World September 
12, p. 484, it was stated that Frank Rich, chairman, presided 
at a meeting of the Shippers’ Conference of Greater New York. 
Mr. Rich is no longer chairman of the conference. A. C. 
Welsh, transportation secretary, Brooklyn Chamber of Com- 
merce, now holds that position and presided at the meeting. 


Lk 


N thi 
natu! 
state 
will giv 
of inter 
and wit 
lems. | 
in his 
Th 
legal o1 
situatic 
more c¢ 
this col 
No 


from nm 


Sales- 


Fran 
lating 
Davis 


negli: 
shipn 
of si 
short 


d 
shipt 
servi 
ther, 
woul 
cons 
the 
docu 
forw 
cons 
prob 


the 
char 
that 
the 
81 | 


trar 
in ¢ 
car) 





St., Chi- 
LS... ve 


yn of sec- 
son, prac- 


rading as 
ia. 

et, Phila- 
of section 
actitioner, 


cc. 6. ¢. 


ute, Ind., 
andt, and 
, Chicago, 


Moss Co., 


in central 
section 1. 
‘irst Cen- 


y business 
fid-Valley 


Ark., Iil., 
nd E. St. 
yreference 
of alleged 
3ldg., St. 


1 Traffic 
a recent 
mpanies, 
or were 
carriers 
ministra- 
au were 
the rate 
commit- 
ent, pre- 


nounced 
‘ailroad’s 
and De- 
wo addi- 
full-sized 
ant. The 
- on-time 
ure time 
15 a. m. 
ours and 
the 164- 
| stop at 


iTS 


rated by 
Chicago 
ner, will 
nicago at 
ites. At 
ing time 
. Detroit 
running 
utes. It 
at 10:00 
and ar- 
Limited 
ours and 
ours and 
10 p. m., 
m., with 
s of the 
be cut, 


N 


2»ptember 
presided 
ew York. 
ie My 2 
of Com- 
meeting. 


September 19, 1936 The Traffic World 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question. 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Sales—Claims for Shortage Where Goods Sold F. O. B. Origin 


California—Question: We placed an order with a San 
Francisco wholesaler on F. O. B. San Francisco terms, stipu- 
lating in heavy print, “Prepay and ship direct to A. R. A,, 
Davis, Calif., billing us with freight charges.” 

The shipi.ent was forwarded direct, but due to shipper’s 
negligence in failing to comply with stipulations of our order 
shipment moved collect. The consignee reported a shortage 
of six pieces. We requested the shipper to trace or replace the 
shortage. The shipper contends that it is not his duty to trace. 

Are we correct in our contention that inasmuch as the 
shipper and consignee are the parties contracting carrier’s 
service, we, the third party, play but a secondary part? Fur- 
ther, had the shipment been prepaid as ordered, the shipper 
would assume the burden of filing claim. Since neither the 
consignee nor ourselves had the bill of lading, we believed 
the shipper should trace, since he alone was in possession of 
documentary evidence showing how many pieces actually were 
forwarded, and in the event of loss, file claim in behalf of the 
consignee, who is a mere novice in the formalities of traffic 
problems. 

Kindly quote us your opinion. 

Answer: The term “F. O. B.” is a familiar abbreviation of 
the words “Free on Board,” as applied to the sale of mer- 
chandise destined for shipment. It is a term used to indicate 
that it will be placed on the car or vessel free of expense to 
the purchaser or consignee. Harman vs. Washington Fuel Co., 
—" E. 1017; Brooks-Scanlon vs. Illinois C. R. Co., 257 Fed. 

Ordinarily, in the absence of an agreement showing a con- 
trary intention, and to the seller’s right of stoppage in transit 
in a proper case, a delivery of the goods by the seller to a 
carrier for shipment to the buyer is a delivery to the buyer 
(Savannah Chemical Co. vs. Grace, 293 Fed. 145 (certiorari 
denied, 264 U. S. 590); Andrews vs. United States, 41 Ct. Cl. 
48 (affirmed 207 U. S. 229, 28 S. Ct. 100); Garfield, etc., Coal 
Co. vs. Penna Coal, etc., Co., 199 Mass. 22, 84 N. E. 1020; 
Schanz vs. Bramwell, 143 N. Y. S. 1057; Emery vs. Irving Nat’l 
Bank, 25 Ch. St. 360,.18 Am. R. 299; Pittsburgh Provision, 
etc., Co. vs. Cudahy Packing Co., 260 Pa. 135, 103 Atl. 548), 
provided the carrier is the one designated by the buyer, or 
in the absence of such designation, is one usually employed in 
the transportation of goods from the place of the seller to 
that of the buyer; and the fact that no bill of lading is executed 
and sent to the buyer is immaterial in the absence of a usage 
requiring it. Upon delivery to the carrier, the carrier becomes 
the agent or bailee of the buyer so that the seller is not liable 
for loss or injury to the goods in transit, or for delay in de- 
livery by the carrier, without fault on his part, although under 
some circumstances the carrier may be the agent of both 
parties. 

Where the provision in a contract of sale is F. O. B. at 
point of shipment, the title will pass, as a general rule, when 
the property is placed on the cars for shipment; on the other 
hand, where the provision is for delivery F. O. B. the point 
of destination, the title is not, as a rule, considered to pass 
until the subject matter has reached such point, as the delivery 
to the carrier is not a delivery to the buyer. 

If the place of shipment is the place where, under the 
terms of the contract, delivery is to be made to the buyer, the 
fact that on delivery to the carrier the seller pays or guar- 
antees the freight will not prevent the delivery from con- 
stituting a delivery to the buyer. Heerd vs. Ridenour-Raymond 
Groc. Co. (Colo.), 108 Pac 968; Notes 22 L. R. A. 416; 20 Am. 
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Cas. 1030, 1039; Amer. Cas. 1916 A 1049; Dennemiller vs. Kirk- 
patrick, 201 Pa. St. 218, 50 Atl. 929; McLaughlin vs. Marston, 
78 Wis. 670, 47 N. W. 1958; Heidenheimer vs. Alexander, 205 
S. W. 458. The payment of freight by the seller is, however, 
evidence to show that the seller assumed the duty of deliver- 
ing at the point of destination, and will prevent, if such is the 
case, the delivery to the carrier from being considered a de- 
livery to the buyer. Supra: A. J. Neumeyer Lumber Co. vs. 
Burlington, etc., R. Co. (Neb.), 74 N. W. 670; Note: 20 Ann. 
Cas. 1039. 

In the instant case, it appears that title to the goods passed 
to the buyer at point of origin, and, therefore, if responsibility 
for the shortage rests with the carrier, the buyer and not the 
seller is the party who must proceed against the carrier for 
recovery of the value of the lost goods. 

However, the obligation rests upon the seller, under the 
contract of sale to show that the amount specified in the bill 
of lading was actually delivered to the carrier and, therefore, 
it appears to us that the seller would use good business judg- 
ment were he to handle the claim with the carrier as the buyer 
might well proceed against him under the contract of sale for 
the value of the lost goods, his responsibility, however, ending 
with proof of delivery to the carrier of the amount specified 
in the bill of lading and conrtact of sale. 


Tariff interpretation—Wrought Conduit Pipe—Rate Applicable 


Utah.—Question: Referring to your answer to Colorado on 
page 354 of August 22 Traffic World. 

Wrought conduit pipe is wrought iron pipe and comes with- 
in the description “Pipe, iron or steel, cast or wrought,” the 
tariff not being more specific. If the description in Item 2025A 
of A. T. & S. F. Tariff 5681L read, “Pipe, iron or steel cast, 
N. O. I. B. N., or wrought, N. O. I. B. N., it would confine it to 
Item 17, page 288 and Item 1, page 292, Consolidated Freight 
Classification No. 10. However, by leaving off the term N. O. 
I. B. N., it leaves it open to any kind of cast or wrought iron 
pipe regardless of any classification or page number. 

This would not be influenced by the fact that amendment 
No. 1 to Item 2025, effective April 1, 1934, eliminated conduit 
pipe and stated class rates would apply, as commodity rates 
must be applied as they are written and not as it was intended 
they should be applied by the framers of the tariff. Unless 
the commodity item is amended to exclude wrought conduit 
pipe in the commodity description, we would say there is a 
conflict in the tariff which resolves in favor of the shipper. 

The Commission holding that commodity rates are to be 
read in the light of the governing classification has no particu- 
lar bearing on this case, because the description used in the 
commodity tariff, which is minus the term N. O. I. B. N., 
doesn’t confine it to any particular item in the Classification. 
It > a generic description and is entitled to be interpreted as 
such. 

The rule that the specific takes precedence over the gen- 
eral has no application where one rate is a commodity rate 
and the other a class rate. In such cases the commodity rate 
applies (digest of opinion in Colorado Culvert & Fume Co. vs. 
A. T. & S. F. Railway Company, 160 I. C. C. 48, 50). 

Will you please advise further regarding this decision in 
so far as it may affect the application of the rate under con- 
troversy ? 


Answer: Inasmuch*as the Commission has held that the 
term N. O. S., when used in a commodity rate item, refers to 
articles not otherwise specified in the tariff which carries the 
commodity rate items and not the governing Classification 
(Electric Manufacturing Co. vs. Minneapolis, St. P. & S. S. M. 
Ry. Co., 159 I. C. C. 291), the absence of such a term in Item 
2025A of A. T. & S. F. Ry. Tariff 5681-L has no bearing on 
the question. 


However, upon further consideration of the matter, we 
are of opinion that the last paragraph of our answer should 
be amended to the extent that it should state that a specific 
rating in the Classification has no application where a commod- 
ity rate is general in its application. 

Whether the Commission would apply this principle in the 
instant ease, in view of the specific cancellation of conduit pipe 
from the item in question, is not a certainty. 


Damages—Cost of Repairs—Salvage 


Indiana.—Question: Is a consignee who receives an article 
of commerce in a damaged condition and who is required to 
purchase and install replacement parts to bring the article 
back to its normal condition, legally bound to turn the salvage, 
or in other words, the damaged parts, regardless of their worth, 
over to the delivering carrier, bearing in mind that claim has 
been filed with said carrier for damage to cover the expense 
involved ? 
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If you can furnish any citations in connection with your 
answer, we should be pleased to have you list them. 


Answer: While it is not clearly established by a great 
number of cases (except live stock shipments, as to which 
shipments it is the duty of the consignee to care for the in- 
jured stock so as to render the injury as light as possible), 
that the shipper has the right to repair goods which have 
been damaged in transit and charge the carrier with the cost 
thereof, it seems to be fair and reasonable that a carrier should 
compensate a shipper for the expense of reconditioning or 
repairing goods which have been damaged through the negli- 
gence of the carrier, if the result of the shipper’s efforts is to 
restore the goods to their original value or to enhance the 
value of the goods to a figure in excess of their value in the 
damaged condition in which received, after deducting the cost 
of the reconditioning. See the following cases in which such 
damages have been allowed: P. & S. F. R. Co. vs. Shell, 265 
S. W. 758; American Railway Express Co. vs. Judd, 104 Sou. 
418; St. L. S. W. Ry. Co. vs. Tacker, 255 S. W. 553; Wilson 
Poultry & Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 1020. 


We are unable to locate cases in point, but are of the 
opinion that if the carrier pays the cost of replacing damaged 
parts he is entitled to the damaged parts as salvage. 


Delivery to Carrier—Date in Bill of Lading 


New York.—Question: Will you please give us your opin- 
ion, or if perhaps decisions have been rendered by the Com- 
mission or any court of law, then may we have the benefit of 
such decision concerning the following operation? 


A shipper imports heavy tonnage. The steamer docks, for 
example, August 26. The shipper is led to believe all mer- 
chandise for him will be unloaded August 27, and acting 
in good faith with advice from the piers, he prepares his sales 
invoices and bills of lading. These bills of lading are given 
to his draymen with instructions to make pick-up from the 
pier and deliver to outbound motor carrier on August 27. For 
several reasons the merchandise is not actually delivered to 
the motor freight line until, we will say, August 29. The 
motor freight line agent in accepting this merchandise on 
August 29 doesn’t change the shipper’s original date shown on 
the lading, namely, August 27, but merely stamps the lading 
with a rubber stamp bearing the date August 29. 


Supposing at a later date a liability arises through failure 
to deliver within reasonable time and the shipper computes 
the time from the date of his lading, that is, August 27. The 
question is, what date would actually govern—the shipper’s 
date, August 27, inserted by him and not changed by the carrier 
when presented for signature, or the carrier’s date, which is 
placed thereon with a rubber stamp? 


Answer: With respect to the question as to when goods 
are delivered to a carrier and when the liability as a carrier 
begins, the rule is that in order that the carrier may be charged 
with reference to the custody, care and transportation of the 
goods, it is essential that, as bailee, it shall have come into pos- 
session of the goods, which, of course, involves a delivery by 
the shipper and an acceptance by the carrier, and until there 
has been such a delivery and acceptance, by which the posses- 
sion of the goods has been transferred from the shipper to the 
carrier, no liability of the carrier with reference to such goods 
arises. 

We are unable to locate decisions of the courts in which 
the point you raise has been at issue. However, a bill of 
lading is twofold in its character in that it is a receipt as to 
the quantity and description of the goods shipped, and a con- 
tract to transport and deliver the goods to the consignee or 
other person therein designated, on the terms specified in such 
instrument. Inasmuch as the bill of lading constitutes a con- 
tract of shipment parole evidence is not admissible, in the 
absence of fault or mistake, to vary its terms or show that the 
contract was different from that shown by the instrument. 
While it may not be varied by parole evidence in so far as 
it embodies the terms of the contract, yet so far as it consti- 
tutes a receipt, it is like other receipts or written acknowledg- 
ments, subject to be contradicted or explained by proof as to 
those facts. 


It therefore appears that a carrier would not be concluded 
from showing that the goods were not received on the date 
shown in the bill of lading but were received on the date shown 
or stamped on the bill of lading. 

In this connection the Commission on November 17, 1910, 
ssued an order in which it stated that all carriers subject to 
the Act to Regulate Commerce were warned that a false entry 
as to date, or otherwise, upon a bill of lading, is a misdemeanor 
within the meaning of Section 20 of said act, and that in case 
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of any such false entry hereafter arising, criminal prosecution 
of this responsibility will be requested. 


Reparation—Evidence 


New York.—Question: I have carefully noted your answer 
on page 320 of the August 15 issue of The Traffic World, under 
the above caption. The question I have in mind, however, is 
in relation to a case where the authenticity of the carrier’s 
agent’s signature is properly raised by the carrier. 

Will you accordingly reconsider my previous letter, and 
favor me with your advice? 

Answer: Under the decision of the Commission in Chap- 
man’s Sons Co. vs. Boston & M. R. Co., 152 I. C. C. 316, a 
receipted freight bill, even though signed with a rubber stamp, 
is prima facie evidence that the consignee indicated therein 
paid the charges. 

What evidence would be necessary to overcome evidence 
by the defendant carrier to contradict or explain such a freight 
bill would depend, to a certain extent, upon the nature of the 
carrier’s evidence, and as well the circumstances surrounding 
the payment of the freight charges. The testimony of the 
party who paid the freight charges would, we believe, be com- 
petent evidence. 


Freight Charges—Liability of Consignee 


Georgia.—Question: In many instances produce dealers 
purchase shipments of produce with full freight allowed and 
deduct the amount of freight paid from the shipper’s invoice. 
Frequently carriers render undercharges for small amounts to 
the consignee, who must then handle with shipper for reim- 
bursement, thus occasioning considerable annoyance to con- 
signee in trying to collect the undercharge. 

Has there ever been a court decision requiring the car- 
riers to look to the shipper for their charges under such con- 
ditions? In what manner can the carriers be put on notice 
by the consignee at time of delivery that he is not responsible 
for subsequent undercharges ? 

Answer: In paragraph 2 of Section 3 of the Interstate 
Commerce Act, it is provided that where carriers by railroad 
are instructed by a shipper to deliver property transported by 
such carrier to a consignee other than the shipper or consignor, 
such consignee shall not be legally liable for transportation 
charges in respect of the transportation of such property (be- 
yond those billed against him at the time of delivery for which 
he is otherwise liable), which may be found to be due after the 
property has been delivered to him, if the consignee is an 
agent only and has no beneficial title in the property, and prior 
to delivery of the property has notified the delivering carrier 
in writing of the fact of such agency and absence of beneficial 
title; that in such case the shipper or consignor shall be liable 
for such additional charges, irrespective of any provisions <o 
the contrary in the bill of lading or in the contract under which 
the shipment was made. 

Where the conditions under which shipments move are 
not such as enable the consignee to avail himself of the above 
referred to provisions of the Interstate Commerce Act, the con- 
signee, under decisions of the courts such as that in Pittsburgh, 
C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 S. Ct. 27, 
is liable for the unpaid balance of the freight charges, not- 
withstanding the delivery of the shipment without collection 
of the full amount of the lawfully published rate. 

While the consignor, as the party from whom the goods 
,are received for shipment ordinarily assumes the obligation to 
pay the full amount of the freight charges, the consignee, on 
the other hand, by acceptance of the goods becomes liable for 
the full amount of the freight charges, whether they are de- 
manded at the time of delivery or not until later. The contract 
of the consignor and that of the consignee are not considered 
to be inconsistent with each other; each is an original contract 
based on a sufficient consideration. 

Shipping—Delivery 

New Jersey.—Question: There has been a technical ques- 
tion raised by a large ocean going steamship company in con- 
nection with the delivery of freight by chop marks. The steam- 
ship line seems to feel that they have fully discharged their 
obligation when they have discharged, we will say, lumber on 
the piers from the steamer, which they claim is in compliance 
with their contract of affreightment. The bill of lading in 
question would show the following information: 

Mark ORZ-1—1,000 pieces of lumber. 

Mark ARP-2—3,000 pieces of lumber. 

Mark LAT-3—1,500 pieces of lumber. 


Mark SOM-4—800 pieces of lumber. 
Mark MAN-5—500 pieces of lumber 


The principal reason for showing these individual marks 
together with the chop number covering a distinct and sep- 
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arate number of pieces, is that each mark represents a different 
thickness and grade of lumber. 

The writer feels that while it is not only the custom of 
the various ports along the Atlantic coast that steamship lines 
discharge and segregate these separate items on one bill of 
lading on the pier, but it is obligatory on the part of the steam- 
ship company to comply with the bill of lading. The writer 
is under the impression that several cases have been adjusted 
in courts, but is not able at the present moment to locate any 
such cases. 

Is there any information that you can supply the writer 
that will uphold the principle of delivering cargo in accordance 
with the bills of lading, i. e., segregating these various items 
into separate piles? The shipments move on a through bill 
of lading from a foreign port to a port in the United States. 

Is it obligatory on the part of the consignee to notify the 
steamship company prior to the arrival of the steamer that 
these various items on the bill of lading must be kept separate 
on the dock? If the steamship line does not comply with these 
instructions or requests, is there any way that one can compel 
them to do so? 

Answer: It is the duty of a vessel and its owners to make 
delivery of its cargo at the point of delivery; and where the 
bill of lading is silent as to the delivery, it must be according 
to the usages and regulations of the ports, or according to 
the custom of trade between the parties, within a reasonable 
time, and in proper landing order. 


We are unable to locate any case in which it is held that 
it is the duty of a vessel and its owners to separate lumber 
according to the marks shown thereon as a part of its duty 
to make delivery in proper landing order, and, therefore, un- 
less it has such duty under its obligation to make delivery in 
proper landing order, the carrier’s obligation in this respect 
must rest upon custom of trade between the parties to the 
contract of shipment, or the usages and regulations of the port. 

However, as above stated, we are unable to locate decisions 
in which this question has been at issue. 


Damages—Measure of—Special 


Oklahoma.—Question: We recently shipped a car of gaso- 
line from one of our Texas refineries to our customer in North- 
ern Minnesota, which was en route eleven days instead of 
making schedule time of about six or seven days, forcing our 
customer to go into the open market and buy sufficient gaso- 
line to run him from the time the car reasonably should have 
arrived until it did arrive, and the customer filed a claim for 
the difference in the cost of the gasoline purchased and the 
price he paid for our car. The carrier declined this claim on 
the ground that it was in the nature of special damages and 
for the further reason that no notice was given the carrier 
at the time the shipment was tendered so that the carrier 
would have knowledge that the shipment must reach destina- 
tion on a certain date. The customer now asks that on future 
purchases made from us, when he indicates they are rush, we 
place the originating carrier on record by making an appro- 
priate notation on the bill of lading, or give the carrier such 
other notice as we deem necessary. 


I would like to have your opinion as to the legality of such 
procedure and if we can legally force the carrier’s agent to 
sign a bill of lading with such notation thereon, in view of 
line 1 and 2, Section 2, of the uniform bill of lading. If we 
have no legal right to demand such a bill of lading, what 
effect will a letter addressed to the agent and handed to him 
with the bill of lading on the date of shipment have on any 
claim that might be filed for recovery of special damages, 
should it again be necessary for our customer to purchase from 
tank wagon until the overdue car arrives? 


Answer: Where for special reasons, a shipper desires that 
the transportation of his goods shall be hastened or at least 
that there be no unreasonable delay in the transportation of 
such goods and the carrier is informed of the special circum- 
stances requiring expedition in the shipment, damages may be 
recovered for the natural consequences of the failure of the 
carrier to promptly transport the goods, that is, where at the 
time of entering into a contract both parties knew and con- 
templated that, if the breach is committed, some injury will 
occur in addition to the natural and ordinary consequences of 
the breach, the person committing the breach will be liable to 
give compensation or damages on the occurrence of the breach. 

As to the manner of giving the notice to the carrier, there 
is no particular method. While a notation on the bill of lad- 
ing is an effective way of giving notice to the carrier in that 
this method constitutes certain proof of the giving of the notice, 
we know of no means; except by an appropriate action at law, 
if at all, whereby a carrier can be compelled to sign a bill of 
lading carrying such a notice. However, we do not believe that 
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it is necessary to use such measures for, provided that some 
means of proof of the giving of the notice is provided for, all 
that is necessary to charge the carrier is notice, either verbal 
or written, to the carrier’s agent of the special circumstances 
requiring prompt transportation of the particular shipment 
covered by the notice. 

The above is predicated on the assumption that the dam- 
ages sustained in the instant case fall within the category of 
special damages. ’ 

However, in view of the decision in the Crail case, 281 
U. S. 57, 50 S. Ct. 180, it may be doubted that such damages 
are other than the ordinary and usual result of unreasonable 
delay, at least, that they are so unusual as to fall within 
the category of special damages. 

In the McCaull-Dinsmore case, 253 U. S. 97, 40 S. Ct. 504, 
the Supreme Court of the United States held that the provisions 
formerly carried in the carrier’s bill of lading, which provided 
that the amount of any loss or damage for which any carrier 
is liable should be computed on the basis of the value of the 
property at the time and place of shipment, including freight 
charges, if paid, to be a limitation upon a carrier’s liability and 
therefore contrary to the Cummins amendment, and in effect 
stated that the measure of damages was the actual loss caused 
by the breach of contract of carriage, which loss is what the 
shipper would have had if the contract had been performed. 
Where goods are lost or destroyed the carrier is liable, as a 
rule, for their value at place of destination at the time they 
should have been delivered, with interest thereon from that 
time, less the unpaid cost of transportation. 

In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the court 
said there is no greater inconvenience in the application of 
one standard of value than the other; that no advantage was 
perceived to be gained from an adherence to a rigid uniformity, 
which would justify sacrificing the reason of the rule to its 
letter; that the test of a market value is at best but a con- 
venient means of getting at the loss suffered and it may be 
discarded and other more accurate means resorted to if, for 
special reasons, it is not exact or otherwise not applicable. The 
court cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. 
Weiss, 166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West 
Penn Sheet Steel Co., 201 Pa. St. 150, and Williston on Con- 
tracts, Sections 1384, 1385. 


While the destination value is ordinarily the measure of 
damages for loss of, injury or delay to goods, each case must 
be determined by taking into consideration the circumstances 
surrounding the purchase, sale and transportation of the goods 
such as, for instance, whether it was necessary to replace the 
goods at destination in order to fill a contract of sale or whether 
the consignee has lost a sale because of the non-delivery of the 
goods or has earned a retail profit by a contract of resale. 

If it was necessary for the consignee to purchase in the 
open market at destination, goods to replace those delayed in 
the course of transportation, it would appear from the state- 
ments of the court in the Crail case that the increased replace- 
ment cost may be recovered. 


Rates—Intrastate Rates to Less Distant Point Higher Than 
Interstate Rates to More Distant Point 


Washington.—Question: Point A is a distributing center 
in a far western state. Point B is 187 miles by highway from 
A and is on the border of the state. Point C is just across 
the border from B in the adjoining state. The highway from 
A to C passes through B and for many years truck and rail 
rates from A have been on a parity at B and C. 


The state Public Utilities Commission has been charged 
by the state legislature with the duty “to fix, alter and amend 
just, fair, reasonable and sufficiert rates * * *” for every 
common carrier truck line. In order to maintain its control 
of intrastate truck rates, the state commission issued an order 
“that interstate rates and charges * * * will not apply to inter- 
mediate intrastate communities and municipalities wHere the 
shorter intrastate distance is included within the longer inter- 
state distance and over the same route.” 


As a result a number of rates between A and B are now 
higher than between A and C. 

Suppose a shipper at B felt that he has been injured by 
this discrimination in rates. To whom could he apply for 
redress or relief and what should be the nature of his argu- 
ment? 

Answer: The situation you describe is an anomalous one 
in that usually it is the intrastate rate which discriminates 
against interstate commerce. 

Inasmuch as the Interstate Commerce Commission has 
no jurisdiction over intrastate traffic, nor in fact jurisdiction 
to remove discrimination against interstate commerce (see 
paragraph (c) of Section 216, of Motor Carrier Act, 1935), 
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remedy, if any, must be sought before the State Commission 
or State Courts, depending upon provisions of the act giving the 
State Commission authority to regulate rates. 

It seems reasonable to assume that the State Commission 
would, upon complaint by a shipper at B, order the publication 
of rates to B no higher than to C, upon an allegation of dis- 
crimination or undue prejudice, also of unreasonableness. 





Doings of the Traffic Clubs 





Beatrice Sadowsky, newly elected president of the Women’s 
Traffic Club of Greater New York, is assistant to the president 
of Acme Fast Freight, Inc., New York. 
She joined the Acme Transfer and 
Storage Company, Inc., a few years 
before the Acme Fast Freight service 
was inaugurated in the summer of 
1922 and with the expansion of the 
latter branch of the company’s activi- 
ties took the job of running the detail 
end of the service, October, 1923. By 
1925 the fast freight end of the busi- 
ness had grown to such an extent that 
it was highly departmentalized and 
Miss Sadowsky became secretary and 
assistant to the president. “My ex- 
perience in the business world has 
been neither startling nor sensational,” 
Miss Sadowsky said. “What small 
measure of success I have attained has 
been according to the well-known for- 
mula of application to the job at hand 
with more than a passing interest. 
Above all, I have never considered that 
I was entitled to any special consideration or privileges because 
of being a woman. In fact, I always though it a good plan to 
extend more than the usual effort in order to overcome the oppo- 
sition to women in business that existed to a large extent ten or 
fifteen years ago and an undercurrent of which may still be 
detected in many places.” Miss Sadowsky is a charter member 
of the club and has served as chairman of the membership and 
entertainment committees and has been on the editorial staff of 
“The Jolly Journal,” the club publication. Her hobbies are golf 
and the collection of fine and rare books. 








C. E. Denny, president, Erie Railroad, Cleveland, O., will 
be the speaker at the first weekly luncheon meeting of the 
season of the St. Louis Traffic Club at the Hotel Statler 
September 21. Forty new members will be introduced by 
Cc. S. J. Flood, traffic manager, Anheuser-Busch Company, 
chairman of the membership committee. The following have 
been appointed to represent the club at the meeting of the 
Associated Traffic Clubs of America at Dayton, O., October 
13 and 14: H. S. Snow, E. F. Ledwidge, J. J. Hoban, F. Mulli- 
van, C. B. Sudborough, W. H. Rabe, F. G. Maxwell and R. C. 
Trovillion. 





The first fall meeting of the Richmond, Va., Traffic Club 
will be held at the Hotel John Marshall September 21. R. S. 
Henry, assistant to the president, Association of American 
Railroads, will speak on “Railroad Research Work.” The 
club will hold a golf tournament and Brunswick stew at 
Laurel, Va., September 25. 





Joel I. McGregor, real estate authority, spoke at a 
luncheon meeting of the Traffic Club of Houston at the Rice 
Hotel September 15. The meeting of September 22 will be 
known as chemicals day. Charles W. Mitchell will be in 
charge of the program. 





Word has been received by the secretary of the Associated 
Traffic Clubs of America that the Anderson, Ind., Traffic Club 
has ratified the resolution opposing government ownership 
of the railroads as adopted at Indianapolis by the national 
association. 





The first fall forum meeting of the Motor City Traffic 
Club of Detroit will be held at the Detroit Leland Hotel 
September 28. Leonard Sims, manager, transportation de- 
partment, Detroit Board of Commerce, will outline the study 
and training necessary for efficiency in traffic management. 
The club’s bowling league will open its season at the Idle 
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Hour Recreation Alleys September 24. The club will hold a 
golf outing and dinner dance at the Indianwood Golf and 
Country Club, September 26. 





Miss Avis Lobdell, special representative, Union Pacific, 
Omaha, Neb., spoke at a meeting of the Women’s Traffic Club 
of Los Angeles September 16. 





At a luncheon meeting of the New Orleans Traffic Club 
September 14, the following were selected to serve on the 
nominating committee: L. D. Richeson, F. J. Treuting, W. S. 
Cahill, J. E. Fitzwilson, W. W. Nail, H. F. Hoffmaster, Jr., 
and W. N. Adams. The club will hold a golf tournament at 
the Audubon Golf Club October 15. 





The Traffic Club of Jacksonville, Fla., held its annual foot- 
ball luncheon at the Mayflower Hotel September 14. Josh 
Cody, head coach, University of Florida, and his staff were 
guests of honor. Bill Kenealy was chairman of the commit- 
tee in charge. 





The Washington, D. C., Transportation Club held a golf 
outing at the Indian Spring Country Club September 17. In 
the evening there was dinner and entertainment. 





Officers will be elected at a meeting of the Transporta- 
tion Club of Des Moines, Ia., at the Hotel Savery September 
21. Dinner will be served and plans for the activities of 
the club for the coming season will be discussed. 





Members of the Traffic and Foreign Trade Club of Texas 
were guests of J. L. Somers of the Texas Nail and Wire Com- 
pany at a luncheon at the company plant September 14. Fol- 
lowing the luncheon there was a tour of the plant. 





The Pacific Traffic Association of San Francisco held a 
meeting at the Pacific Gas and Electric auditorium September 
15. The occasion was designated railroad night. Sherman 
K. Burke, assistant to the vice-president, Southern Pacific 
Company, was the speaker. There was a program of enter- 
tainment. 





The Bridgeport, Conn., Traffic Association will hold a 
meeting at the University Club September 21. O. S. Solo- 
monson, president-elect, will present a program of activity 
for the club in the coming season. A buffet lunch will be 
served. 





Harold M. Young, district manager, United States bureau 
of foreign and domestic commerce, spoke on “Foreign Trade 
and Domestic Commerce” at a luncheon meeting of the 
Traffic Club of Dallas at the Adolphus Hotel September 14. 
The first fall educational meeting took place at the Adolphus 
Hotel September 15. 





The Oakland, Cal., Traffic Club observed air lines night 
at a meeting at the Athens Athletic Club September 15. The 
program, arranged by J. A. Rose, traffic representative, 
United Air Lines, included a talk on air express by George 
Lickteig, general agent, Railway Express Agency, Inc., on 
“Flying the Air Mail,” by N. H. Fleming of the Oakland post 
office; on “Operating Problems in Running an Air Line,” by 
,Joe Abels, assistant superintendent, United Air Lines, and 
on “The Training of Pilots and Personnel,” by A. F. Bonelli, 
technical director, Boeing School of Aeronautics. A motion 
picture, “Flying Across America in Sixteen Hours,” was 
shown. 





The Traffic Club of Minneapolis will resume its weekly 
luncheon meetings at the Nicollet Hotel September 24. The 
club’s bowling league will begin its season September 25 at 
Recreation Alleys. Members of the Junior Traffic Club of 
Minneapolis are also eligible to roll in the league. 





The Transportation Club of Louisville will sponsor an 
evening class in transportation and freight traffic at the Uni- 
versity of Louisville. Classes will be held Monday evenings 
beginning September 21. Prof. C. W. Williams, head of the 
university’s department of economics, will be the instructor. 
The first semester of seventeen sessions will cover the prin- 
ciples of transportation and the second semester, of equal 
length, will be devoted to the principles of freight traffic. 


The Traffic Club of New York will hold its final golf 
outing of the season at the Shackamaxon Country Club, West- 
field, N. J., September 22. Play will be for four trophies: 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docke—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 

Accessible to 85% of world’s ocean carriers. 

Port District Railroad connecting with trunk rail- 


serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete ir-formation address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 


ER ro a er 


The President’s trophy, the C. A. Swope trophy, the George C. 
Manning trophy and the Robert A. Cooke trophy. Dinner will 
be served. The affair will be under the direction of the club's 
sports committee of which Joseph E. D’Alton is chairman. 


The Traffic Club of Baltimore will hold a golf outing at 
the Hillendale Country Club September 23. The competition 
will be divided into two classes, the first for club members 
who have participated in three or more of this season’s club 
golf tournaments, and the second for members who have not 
played in three events and for guests. Dinner will be served 
in the evening. James S. Surrock is chairman of the golf 
committee in charge. 


The executive board of the Women’s Traffic Club of 
Metropolitan St. Louis has named the following to represent 
the club at the meeting of the Associated Traffic Clubs of 
America in Dayton, O., October 13 and 14; Frieda Harke, 
president; Lucille Becker, first vice-president; Jo L. Coleman, 
secretary, and Isabelle Lindsay, treasurer. 


Personal Notes 


C. J. Sayles has been appointed freight traffic manager in 
charge of the rate department, Wabash Railway, at St. Louis. 
A. W. Richardson has been appointed general freight agent at 
St. Louis. 


Alfred J. Walker has been appointed general manager, 
National Warehouse Company, with headquarters at Chicago. 
He was formerly executive secretary, merchandise division, 
American Warehousemen’s Association. 


H. M. Boykin, assistant general freight agent for the Sea- 
board Air Line at Richmond, Va., has retired after 44 years of 
continuous service with that railroad. C. C. Cosby has been 
appointed assistant general freight agent, and W. J. Hock, Jr., 
district freight agent, both at Richmond. H. A. Benton has been 
appointed general manager at Norfolk, Va. 


Carl Peterson, New York Central, Detroit, was elected 
president of the National Association of City Passenger Agents 
at the annual convention of that organization in New York 
September 11. Other officers elected were: First vice-president, 
Frank Adams, Baltimore and Ohio, New York; second vice- 
president, Evans Carleton, Pennsylvania Railroad, Kansas 
City, Mo.; secretary-treasurer, C. A. Thurber, Lehigh Valley, 
Buffalo, N. Y. 


W. E. Goodloe has been appointed general live stock agent 
for the Atchison, Topeka and Santa Fe at Kansas City, Mo. 


Samuel F. Dickensen, secretary-traffic manager, Carolina 
Shippers’ Association, has been appointed traffic manager of the 
Port Commission of Morehead City, N. C. The headquarters of 
the shippers’ association has been moved to Morehead City. 

Charles Allen Lister, Trenton, N. J., son of Lyman L. Lister, 
draughtsman, New York Division, and Morton Leonard Meier, 
Fort Wayne, Ind., son of Arthur W. Meier, freight engineman, 
Fort Wayne Division, have received the Frank Thomson scholar- 
ships, awarded annually to sons of employes of the Pennsyl- 
vania Railroad. The scholarships were founded in 1907 by 
the children of Frank Thomson, president of the Pennsylvania 
from 1897 to 1899. Mr. Lister will enter Tufts College School 
of Engineering and Mr. Meier the engineering school of Purdue 
University. 

Herbert A. Gigger has been placed in charge of the newly 
opened freight and passenger office of the New York, New 
Haven and Hartford at Cleveland, as district traffic agent. He 
will be assisted by Edward E. Foley, traffic representative. 


C. A. Stoeber has been appointed assistant general freight 
agent for the Erie Railroad at Youngstown, Ohio. F. W. Fischer 
has been appointed division freight agent at Youngstown. 

L. A. Foster has been appointed auditor for the Yosemite 
Valley Railway Company at Merced, Cal. 

Frank J. Wozny has been appointed commissary agent for 
the C. M. St. P. and P. at Chicago. 

W. W. Patchell has been appointed superintendent of the 
St. Louis Division, Pennsylvania Railroad, at St. Louis. W. D. 
Suplee has been appointed superintendent of the Indianapolis 
Division and H. L. Nancarrow superintendent of the Logansport 
Division. 

W. A. Reeder has been appointed general agent for the 
Mississippi Valley Barge Line at Cincinnati. J. W. Quackenboss 
has been appointed general agent at Louisville, Ky. 
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Docket of the Commission 


NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue ef The Traffie Werid. New assign- 
ments new on the Commission's decket of dates later than herein 
shewn will not bear asterisks when they de appear. Ourrent cancel- 
lations and postponements announced too late te show the change in 
this docket will be neted elsewhere. 


September 21—New York—Pennsylvania Hotel—Examiner McChord: 
27480—Provincial Wood Products Co., Ltd., vs. Me. Central et al. 


September 21—New York, N. Y.—Hotel Pennsylvania—Joint Board 3: 
BMC 3—Application of Garden State Lines, Inc., Maywood, N. J., 
to operate as common carrier. 
BMC 668—Application of Inter City Transportation Co., Inc., 
terson, N. J., to operate as common carrier. 
BMC 78864—Application of Reliable Coach Corp., Liberty, N. Y., to 
operate as common carrier. 


September 21—Chicago, Ill.—Sherman Hotel—Examiner Smith: 
Fourth Section Application 15972—Dairy products from western ter- 
ritory. 
Fourth Section Ap. 16380—Dairy products, Texas. points to Chicago. 
September 21—Oklahoma City, Okla.—Skirvin Hotel—Joint Boards 15 
and 88: 
BMC 9873—Application of L. A. Nance Bus Lines, Inc., Ada., Okla., 
to operate as common carrier. 


September 21—Denver, Colo.—State Comm.—Joint Boards 50 and 126: 

BMC 53981—Application of Diver & Shedron, Guernsey, Wyo., to 
operate as contract carrier. 

BMC 53982—Application of Diver & Shedron, Guernsey, 
operate as common carrier. 


September 21—Sacramento, Calif.—U. S. Court Rooms—Joint Board 78: 
BMC 62514—Application of Feather River Stage Co., Inc., Portola, 
Calif., to operate as common carrier. 
BMC—62515—Application of Feather River Stage Co., Inc., of Portola, 
Calif., to extend its present operation as common carrier. 
September 21—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
BMC 50599—Application of Luby Liston Porter, Clinton, N. C., to 
operate as common carrier. 
September 21—Milwaukee, Wis.—Hotel Wisconsin—Examiner McCoy: 
BMC-F 70—Olson Transportation Co. and Wheeler Transportation 
Co.—Consolidated as Olson Wheeler Lines, Inc. 
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BMC-F 85—Wheeler Transfer & Storage Co.—Acquisition of contro] 
of Wheeler Transportation Co. 


September 21—Washington, D. C.—Examiners Boyden and Brinkley: 
* Finance 9952—Chicago & Eastern Illinois reorganization. 


September 22—St. Louis, Mo.—Coronado Hotel—Examiner Weaver: 


27329—Lawrenceville Cooperage Co. et al. vs. A. C. & Y. Ry. Co. et al. ’ 


September 22—Washington, D. C.—Examiner Way: 


Fourth Section Application 16152—Export and import rates between 
southern ports and central territory. 


September 22—Columbia, S. C.—Jefferson Hotel—Joint Board 130: 
BMC 50254—Application of William Edwin Fell, Lowndesville, S. C., 
to operate as common carrier. 
September 22—Hartford, Conn.—U. S. Court Rooms—Examiner Naefe 
and Joint Board 22: 
BMC 29529—Application of Edward Allen Carroll, Meriden, Conn., 
to operate as contract carrier and to also extend present operation. 
BMC 50847—Application of Edward Webb, Jr., Danbury, Conn., to 
operate as contract carrier. 
BMC 50862—Application of White Circle Line, Hartford, Conn., to 
operate as common carrier. 


September 22—Chicago, Ill.—Hotel Sherman—Examiner Lawton: 
BMC 31466—Application of L. C. L. Transit Co., De Pere, Wis., to 
operate as contract carrier and to also extend its present operation. 
BMC 42537—Application of George Cassens & Sons, Edwardsville, III. 
September 23—New York, N. Y.—Hotel Pennsylvania—Joint Board 67 
and Examiner Naftalin: 
BMC 8811—Application of Tri-Us Motor Delivery, Inc., Brooklyn, N. 
Y., to operate as common carrier. 
BMC 50307—Application of Interstate Dress Carriers, Inc., Brooklyn. 
N. Y., to operate as contract carrier. 
September 23—New Orleans, La.—Jung Hotel—Examiner Worthington: 
Fourth Section Application 16405—Molasses and syrup from points in 
Louisiana to Virginia cities. 
September 23—Denver, Colo—State Comm.—Joint Boards 43 and 125: 
BMC 50461—Application of International Freight Lines. 
Colo., to operate as common carricr. 
BMC 50573—Application of William Payne and Son. Palisade. Colo., 
to operate as contract carrier. 
September 23—Reno, Nev.—Federal Bldg.—Joint Board 128: 


BMC 50301—Application of I. O. N. Freight Line. Reno, Nev., to op- 
erate as contract carrier. 


September 23—Duluth, Minn.—Duluth Hotel—Examiner Higgins: 
BMC-F 68—Barker Transportation Co.—Purchase of Patrykus Transit 
Co. 
BMC-F 384—Barker Transportation Co.—Lease of permits and pur- 
chase of Duluth Chicago Cartage Co. 


Denver, 


TO OUR SHIPPER FRIENDS= 
EVERYWHERE 


During the season ended July, 31, 1936, as compared with the 
previous season, we enjoyed an increase in traffic handled over 


our properties. 


We are grateful, and we thank you sincerely for your patronage. 


Septen 


‘ 


GALVESTON WHARF COMPARY I: 


Established 1854 


Geo. Sealy, President 


F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bidg. 
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“ee FREIGHT STATION No. | 
liggins: F @] R E I G N U S E Located in New York's amazing 
‘kus Transit new distribution G. H. Q. 
ts and pur- rs 
THE PORT AUTHORITY 
ee CONTINUOUSLY REVISED COMMERCE BUILDING 
FOR ACCURACY 15th to 16th Sts.—8th to 9th Aves. 
S e MANHATTAN 
Ro 5 
This station, maintained and operated by the 
TRAFFIC MANAGE RS! trunk line railroads serving the Port of New 


York, has already effected sensational savings 
in trucking time and money, not only for the 


FREE SAMPLE FOLDER tenants who occupy the remarkable space in 


. the building itself but for all other shippers and 
of Horder's Traffic Forms pers a who have been far-sighted enough 


i to form the economical habit of using Union 
will be sent upon request. Inland Station No. 1 for both inbound and 
e outbound L.C.L. freight shipments. 


MOTOR CARRIERS! 


Horder’s Forms are 
Applicable to ALL TYPES 
of Carriers. 


“'Y IHORDER’S, Inc. 


-&G.M: 9 1] STORES INTHE LOOP « CHICAGO ge wat 
MAIN OFFICE: 231 S. JEFFERSON STREET Pit eee aa "8 f 


——_ ALL TELEPHONES: FRAnklin 6760 | Bavouns emace | a mV VP VA % 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 
Traffic Manager 
111 Eighth Ave., 
New York City 
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September 23—Washington, D. C.—Argument: 
* BMC 2741—Application of Pan American Bus Lines for certificate of 
convenience and necessity. 


September 24—New Orleans, La.—Jung Hotel—Examiner Worthington: 
|. & S. 4228—Grain from Texas to New Orleans (for export). 


September 21—New York—Pennsylvania Hotel—Examiner McChord: 
27°-67—-Staunton Manufacturing Co. vs. C. & O. 


September 24—New York, N. Y.—Hotel Pennsylvania—Examiner Coyle: 
BMC 50224—Application of Ciiffside Motor Freight Transportation 
Co., Cliffside, N. J., to operate as contract carrier. 
BMC 50227—Application of John Emer, Newark, N. J., 

as common carrier. 


September 24—Atlanta, Ga.—Biltmore Hotel—Joint Boards 64, 101, 131: 
BMC 50308—Application of Northern Freight Lines, Gainesville, Ga., 
to cperate as contract carrier. 
BMC 50237—Application of J. M. Fillingame, 
operate as contract carrier. 
GMC 31675—Application of Northern Freight Lines to operate as 
common carrier. 


Sep.ember 24—Washington, 
Fourth Section Application 
Filed by N. & W. 


September 24+—Boston, Mass.—Hotel Lenox—Examiner 
BMC 1185—Application of Tri-State Transportation Co., 
Mass., to operate as contract carrier. 
BMC 6239—Application of Hawk Transportation Co., Lowell, Mass.. 
to operate as contract carrier. 
GMC SO0&06—Application of Hawk Transportation Co., Lowell, Mass., 
tc operate as common carrier. 


to operate 


Springvale, Ga., to 


D. C.—Examiner Shinn: 
16369—Coal, Norfolk & Western Ry.— 


Naefe: 
Lowell, 


Sep'e>:ber 24—Scrantcn, Pa.—Court House—Penna. Commission: 

* Finance 11250—Application of Moosic Mountain & Carbondale and 
the Erie for abandonment of line in Lackawanna county. Pa. 
Sep einber 25—Kansas City, Mo.—Chamber of Commerce—Examiner 

\. caver: 
26809—‘Scuihwestern Millers’ League et al. vs. A. T. & S. F. et al. 
26785—Colorado Milling & Elevator Co. vs. A. &. S. et al. 


eptember 25—-New York—Pennsylvania Hotel—Examiner McChord: 
27468—Jacob Ruppert vs. Central R. R. of New Jersey et al. 


September 25—-New York, N. Y.—Hotel Pennsylvania—Examiner Coyle: 
BMC 50235—Application of Trio Motor Lines, Brooklyn, N. Y., to 
operate as contract carvier. 
BMC 50793—Application of Triangle Trucking Co., 
to operate as contract carrier. 


Jamaica, N. Y., 
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September 25—Minneapolis, Minn.—Hotel Nicollet—Examiner Smith: 
27486 and 17 Sub.-Nos.—Victoria Elevator Co. vs. C. & N. W. et al. 


September 25—Washington, D. C.—Argument: 
Finance 10992—-N. Y. N. H. & H. reorganization. 


September 25—Pittsburgh, Pa.—Federal Bldg.—Examiner Lawton: 
BMC 42131—Application Beal & McClure, Pittsburgh, Pa., to operate 
as common carrier. 


September 25—Boston, Mass.—Hotel Lenox—Examiner Naefe: 

BMC 39371—Application of Grey Lines, Boston, Mass., to operate 
as common carrier. 

BMC 39372—Application of Grey Lines, 
as common carrier of persons, light 
present operation. 

September 25—St. Paul, Minn.—St. Paul Hotel—Examiner Higgins: 

BMC-F 82—Northland Greyhound Lines, Inc., of Ill.—Purchase of 
certiticates and permits of Menzo M. Liederbach. 


September 26—New York—Hotel Pennsylvania—Examiner McChord: 
27218—Bisceglia Brothers, Inc., vs. Alton and Southern et al. 
27448—Garrett & Co., Inc., et al. vs. A. T. & S. F. et al. 


September 26—Washington, D. C.—Argument: 
26903—Application of C. & N. W., Escanaba, Iron Mountain & West- 
ern and the C. M. St. P. & P. for authority to pool ore traffic 
from the Menominee Range to docks at Escanaba, Mich., and to 
divide earnings therefrom. 
Finance 11025—C. M. St. P. & P. trustees abandonment of opera- 
tion. 
September 28—St. Joseph, Mo.—Federal Bldg.—Examiner Weaver: 
27389—-Mitchelhill Seed Co. vs. C. B. & Q. et al. 
Sep:ember 28—Louisville, Ky.—Hotel Brown—Examiner Worthington: 
27409—Louisville Cement Co. vs. C. & O. et al. 
September 28—New York, N. Y.—Hotel Pennsylvania—Examiner Coyle 
BMC 50198—Application of Ernest DiBello, Brooklyn, N. Y., to op- 
erate as contract carrier. 
BMC 50803—Application of Traffic Motor Express, 
N. Y., to operate as common carrier. 
September 28—New York—Hotel Pennsylvania—Examiner McChord: 
27428—Warner Chemical Co. et al. vs. C. & O. et al. 
September 28—Washington, D. C.—Oral argument: 
Finance 9918—Missouri Pacific reorganization. 
Sep:ember 28—Washington, D. C.—Examiner Boyden: 
Finance No. 10913—Western Pacific R. R. Co. reorganization. 
September 28—Washington, D. C.—Examiner Prichard: 
* Finance 11337—Application of the N. Y. C. to lease railroad prop- 
erties and franchises of St. Lawrence & Adircndack Ry. 
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and extend 
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Union Pacitic Adds New High-Speed Freight Locomotives 


ment of Union Pacific’s fast, dependable, on-time freight 
service to and from a// the West. 


@ Its length equal to the height of a 10-story building, with 
a firebox as large as the average bedroom, and its 69-inch 
drive wheels the height of an average man, here’s the first ot 
Union Pacific’s 15 new “Challenger Type”’ freight locomotives. 


The new giants of the rails, purchased at a cost of $2,000,000, 
were developed by Union Pacific experts and locomotive 
company designers, for high-speed freight service. They 
are of the 4-6-6-4 simple articulated type. On account 
of the more uniform distribution of power, the engines hav- 
ing four cylinders, there is no jarring or rough handling in 
starting a train. 


The addition of these powerful new locomotives is just 
part of a progressive program for the continued improve- 


The best costs no more and Union Pacific serves the West 
best. Let our personnel show you how we can serve you. 
R. R. MITCHELL, Freight Traffic Manager 


Union Pacific Railroad 
Omaha, Nebraska 


UNION 
PACIFIC 
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McChord: 
Fast, frequent steamship service 
ci to and from virtually every port 
os in the world will transport your 
; cargo in the most rapid and eco- 
nomical way. 
From PORT HOUSTON 5 trunk 
line systems and numerous truck .. that is all that need be done to have your 
as lines will distribute your ship- shipment, large or small — shipped swiftly, 


ments at the lowest possible cost. safely and economically anywhere by Rail- 


way Express. Prompt pick-up by a swift motor 








VES 


vehicle, ‘‘hurry-up” service on fast passenger 


4 Russell Wait trains; and speedy delivery to destination, 





freight . 

Director of the Port Railway Express’ 57,263 skilled employees 
4 West WOSSSHHHSOSSOSS SoScosoosonsssoSoaeEeSOcooeoososanasesesosoassseesesseseessesseessseS and 23,000 offices are ready for instant action 
ou. " 


when you pick up your ‘phone. Free insur- 


NMOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON BALTIMORE, TAMPA to NEW ORLEANS 
From Cee eee eee end BALTIMORE to MOBILE 
From NEW ORLEANS te TAMPA, PHILADELPHIA, 
BAL TIMORE NEW BEDFORD end BOSTON 
From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 
From TAMPA to PHIL ADELPrHIA and BOSTON 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


ance up to $50 covers every shipment and 
additional liability costs only 10 cents per 
$100 valuation. For service or information tele- 


phone the nearest Railway Express Agent. 


NEW YORK, 5 Broedwey He Bourse 
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BOSTON, 75 Site Sect TAMBA 418 © Lalaete 5 LWAY EXPRESS 
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STARRETT LEHIGH 
BUILDING 


Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write ot telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 
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September 28—Jacksonville, Fla.—Hotel Mayflower—Joint Board 64: 
BMC 19190—Application of L. & L. Freight Lines, Inc., Miami, Fila., 
to operate as common carrier also to extend present operation. 
BMC 78355—Application of L. & L. Freight Lines, Inc., to operate 

as contract carrier. 


September 28—San Francisco—Merchants Exchange—Examiner Croft: 
BMC 30607—Santa Fe Trails Stages, Inc. 


September 28—Boston, Mass.—Hotel Lenox—Joint Boards 18 and 134: 

BMC 50234—Application of Francis E. Favreau, Worcester Mass., to 
operate as contract carrier. 

BMC 50705—Application of Kenneth E. Gross, Chepachet, R. I., to 
operate as contract carrier. 


September 28—Kansas City, Mo.—Chamber of Commerce—Examiner 
Simmons: 
BMC C-14—Mid-Western Motor Freight Tariff Bureau, Inc., vs. Rite- 
way Motor Service et al. 


September 28—Philadelphia, 
Lawton: 

BMC 50516—Application of Naticnal Storage & Furniture Co. of At- 
lantic City, Inc., Atlantic City, N. J., to operate as common 


September 28—Philadelphia, Pa.—Chamber of Commerce—Examiner 
Sullivan: 
1. & S. M-27—Rates via Atlantic States Line, Inc. 
carrier. 


September 28—Minneapolis. Minn.—Hotel Nicollet-—Examiner Smith: 
1. & S. 4231—Commodities between Chicago, Ill., and Twin Cities. 


September 28—Harrisburg, Pa.—Public Service Com. Bldg.—Joint 
Board 67: 

BMC-F 25—Keeshin Motor Express Co., Ine. 
C. E. Nicklow Motor Freight Carrier. 

September 28—Butte, Mont.—U. S. Court Rooms—Joint Board 82: 

* BMC-F 101—Northern Pacific Transport Cs.—Purchase of Fitzhugh 
& ‘Thompson. 

September 28—Grants Pass, Ore—Court House—Oregon Comm.: 

* Finance 11296—Joint application of city of Grants Pass and Crescent 
City Harbor district for construction of line in Josephine county, 
Ore., and Del Norte county, Cal. 

* Finance 11334—Application of City of Grants Pass to acquire the 
California & Oregon Coast Railroad Co. 


September 29—New York, N. Y.—Hotel Pennsylvania-~Examiner Coyle: 
BMC 50185—Application of Crozier Brothers, White Plains, N. Y., 
to operate as common carrier. ~ 


September 29—Washington, D. C.—Argument: 
Finance 10564—J. W. & N. W. Abandonment. 
Finance 10574—Erie Railroad Co. acquisition. 


September 29—Boston, Mass.—Hotel Lenox—Joint Board 22: 
BMC 50657—Application of R. T. M. Trucking Co., Inc., Springfield. 
Mass., to operate as contract carrier. 
BMC 50372—Application of Lawrence Kilroy, Roxbury. 
operate as common carrier. 


September 29—Harrisburg, Pa.—Public Service Comm.—Joint Board 67: 
BMC-F 29—Keeshin Transcontinental Freight Lines, Inc.—Acquisition 
of control of Bausman Motor Express, Inc. 


September 29—Spokane, Wash.—U. S. Court Room—Examiner Higgins: 
* BMC-F 76—Union Pacific Stages, Inc.—Purchase of Burns Siage 
Line. 
September 30—New York—Hotel Pennsylvania—Examiner McChord: 
27432—-Great Lakes Coal & Coke Co. vs. Alton R. R. et al. 
September 30—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
BMC 11929—Application of Bayshore Bus Line, Goose Creek, Tex., 
to operate as common carrier. 


September 30—Tallahassee, Fla.—U. S. Court Rooms—Joint Board 64: 
BMC 50272—Application of Ernest Willie Handley, Greenville, Fla., 
to operate as contract carrier. 


September 30—Baltimore, Md.—Assn. of Comm.—Joint Board 120: 
BMC 50200—Application of Elizabeth Disaia, Baltimore, Md., to op- 
erate as contract carrier. 


September 30—Boston, Mass.—Hotel Lenox—Examiner Naefe: 
BMC 57—Application of Crescent Transportation Co., Springfield, 
Mass., to operate as contract carrier and extend present operation. 


October 1—Oklahoma City, Okla.—Skirvin Hotel—Examiner Weaver: 
26070—Quanah, Acme & Pacific Ry. Co. vs. A. T. & S. F. et al. 
October 1—St. Louis, Mo.—Coronado Hotel—Examiner Simmons: 
1. & S. M-21—Commodities via Western Trucking Co. 
October 1—Washington, D. C.—Argument: 
1. & S. 4191 and ist and 2nd suppl. orders—Pick-up and delivery 
in official territory. 
27425—Official territory pick-up and delivery service. 
October 1—Washington, D. C.—Examiner Linn: 
BMC 50249—Application of H. Hunter Fultz, Leesburg, Va., to op- 
erate as common carrier. 


October 1—Washington, D. C.—Examiners Walsh and Jameson: 
* Finance 10860—Reader R. R. reorganization. 


October 1—Pittsburgh, Pa.—Federal Bldg.—Joint Board 74: 
BMC 50582—Application of H. D. Phillippi, Somerset, Pa., to op- 
erate as common carrier. 
BMC 50601—Application of Earl Shaulis, Friedens, Pa., to operate 
as common carrier. 
BMC 50838—Application of Ray Walker, 
as common carrier. 
October 1—Portland, Ore.—Portland Hotel—Joint Board 81: 
* BMC-F 89—Eugene H. Kendall—Acquisition of control of Asbury 
Transportation Co. of Oregon, Inc. 
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ROM the East, West, North and South, less-than-carload ship- 
ments of freight are rushed to classification points on the 
Norfolk and Western Railway. At these points (strategically located 
for the fastest, most efficient and most economical handling) 
freight is classified—everything going to the same point is put 
into a special car—these cars are then sealed, made up into a 
fast through merchandise train, and rushed, on exacting schedules, 
to their destinations. Thus, package cars (one of the elements of 
Precision Transportation) make available fast, through train 
schedules and service, for less-than-carload shipments. 


NORFOLKaxoWESTERN RAILWAY _ 
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TRE 
x 
: 
"4 
1 ¢ 
5 
uit, 
os 
* 
¥ 

































































































ACKAWANNA’S 


MARINE EQUIPMENT 


plays a Busy part in 
the Port of New York 


A tidal wave of freight, passengers and motor vehicles rolls 
into and out of New York City every day. 

To reach the Island of Manhattan, Brooklyn and Long Island, 
a large volume of freight tonnage handled must be transported 
by water. In order to handle its great share of this water-borne 
freight traffic, Lackawanna maintains a fleet of 19 powerful 
tugs, 32 car floats, 133 barges and many other pieces of marine 
freight equipment. 

In addition, Lackawanna’s 15 ferry boats, the largest fleet on 
the Hudson, shuttle endlessly back and forth across the 
river carrying thousands of through 
rail travelers,commuters, shoppers and 
motor vehicles, every day in the year. 


Lackawanna 


Route your shipments via Lacka- 
wanna — excellent service — speed — 
and economical handling. 


Railroad 





| Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From ja ....... Wednesdays and Saturdays 
From Norfolk to Houston .............. Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ...............Mondsys 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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. 5 or 10 years 
Where Will You Be *:::.. co. 
Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping’’—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 








Address Dept. 996-T 


LaSalle Extension University, Chicago, Ill. 
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October 2—Dallas, Tex.—Baker Hotel—Joint Board 32: 
BMC 50544—Application of Texas & Pacific Motor Hransport Co. 


October 2—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
BMC 50595—Application of Joseph Pohl, Marine, Ill., to operate as 
contract carrier. 
October 2—Pittsburgh, Pa.—Federal Bldg.—Joint Board 74: 
BMC 50408—Application of Paul L. Landis, Berlin, Pa., 
as common carrier. 
BMC 50492—Application of Morris M. Miller, 
operate as contract carrier. 
BMC 50837—Application of Milton D. Walker, Friedens, Pa., 
erate as common carrier. 
October 2—Washington, D. C.—Examiner Haley: 
BMC 50500—Application of Clarence C. Monninger, Hagerstown, Md., 
to operate as common carrier. 
October 2—Boston, Mass.—Hotel Lennox—Examiner Naefe: 
1. & S. M-24—Rates via H. B. Church Truck Service Co. 


October 2—San Francisco, Calif.—Federal Bldg.—Joint Board 78: 
BMC 50663—Application of Sacramento Northern Railway, San Fran- 
cisco, Calif., to operate as common carrier. 
October 3—Dallas, Tex.—Baker Hotel—Examiner Weaver: 
Fourth Section Application 16359—Building or sheathing paper from 
Texas points. 
October 3—Dallas, Tex.—Baker Hotel—Examiner Weaver: 
* Fourth Section Application 16450—Building paper from Dallas, Tex. 
—Filed by Leland. 
October 5—Macon, Ga.—Lanier Hotel—Examiner Mattingly: 
27368—Georgia Public Service Commission vs. A. G. S. et al. 


October 5—New York, N. Y.—Hotel Pennsylvania—W. A. Hill: 
Ex Parte BMC 1i—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. 
October 5—Houston, Texas—Ben Milam Hotel—Examiner Weaver: 
|. & S. 4220—Bags and bagging from New Orleans, La., to Oklahoma. 
Fourth Section Application 16464—Bags and bagging from ports in 
La. to points on the Fort Smith and Western.. 
October 5—Houston, Tex.—Ben Milam Hotel—Examiner Weaver: 
Fourth Section Application 16496—Bagging, etc., from New Orleans, 
La., to pts. on the Ft. S. & W.—Filed by L. & A. 
October 5—Fort Worth, Tex.—Hotel Texas—Joint Boards 77 and 33: 
BMC 8976—Application of White Star Motor Coaches, Stamford, Tex., 
to operate as common carrier. 
October 5—Clinton, Ia.—Federal Bldg.—Joint Board 54: 
BMC 50867—Application of Dick J. Wilkins, Fulton, IIl., 
as contract carrier. 


October 5—Youngstown, O.—Federal Bldg.—Joint Board 27 and Ex- 
aminer Johnston: 
BMC 50062—Application ot Anderson Suburban Delivery, Youngs- 


to operate 
Somerset, Pa., to 


to op- 


to operate 


town, O., to operate as contract carrier. 

BMC 28386—Application of John W. Smythe, Girard, O., to operate 
as contract carrier. 

BMC 59560—Anplication of Glenn Cartage Co., Girard, O., to operate 


as contract carrier and also extend its present operations. 
October 5—Sacramento, Calif.—U. S. Court Room—Joint Board 151: 
* BMC-F 90—Oregon California Fast Freight and Nevada California 
Fast Freight—Purchase of Stewart Transportation. 








A STUDY CLASS IN I. C. C. PRACTICE—Conducted for men 
versed in freight traffic principles by practicing attorneys with wide 
traffic experience. For information: Telephone Longbeach 7117 (Chi- 
cago). 





POSITION WANTED —Traffic manager. Resourceful, capable. 
1. C. C. practitioner. Sixteen years’ railroad and industrial experience. 
Presently employed. Address, Box No. FFF-1, Traffic Service Corp., 
418 S. Market St., Chicago, IIl. 
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yes VOIE-WRITE 


Ediphone Voice Wetting will increase 
the business capacity of your depart- 
ment 20% to 50%! In supervising the 
movement of equipment, and the 
routing of loads,— the Ediphone will 
help you accomplish more . . . with 
less effort, while eliminating costly 
delays. 


For details, Telephone The 
Ediphone, Your City, or write to — 


‘SEN Ot 


ORANGE, N.J. USA 
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COFFEE ROASTERS | 
- + SHIP VIA - - : 
PORTHOUSTON | — 











Houston’s green coffee imports have 


rapidly grown in recent years. : 
Approximately 200 coffee roasting plants Ss 


operate in Houston’s inland territory. 


Frequent coastwise sailings from Hous- 
ton to all principal Ports on the Atlantic 
Seaboard provide added marketability 


for Houston coffee stocks. 


Houston’s green coffee distribution ad- 
vantages warrant thorough investigation Be: 
by importers, jobbers and brokers desir- " 
ing to strengthen their position in the 


Southwest and Midwest markets. {a 


J. Russell Wait e 
Director of the Port ee 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


ee ee ee 








Sen Diego, Los Angeles, ouitiaaind Oakland, Stockton, Secremento, 
Portland, Seattle end Tecome 
DAWNIC STEAMSHIP CORP. 
General Eastern Agents 
17 Battery Place, New York 
Albeny—D dy en Chicago—327 S. LaSalle St. 


Norolk—111 E. Plume Street 
Baltimore—Keyser 
Boston— 33 Broad Street 
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ONTANA, an empire in itself, as far-flung from 
border to border as the distance between New York 


and Toledo! In this great area, Northern Pacific 
co-ordinated rail and highway transportation moves com- 
modities quickly, dovetailing with through fast freight 
schedules from East and West. Our complete service 
includes store-door pickup and delivery as described in 
rail and transport tariffs. Pool car distribution handled 
through authorized agents. 
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For full information see any Northern Pacific rep- 
resentative or address 


L. R. CAPRON, Freight Traffic Manager 
Northern Pacific Railway, St. Paul, Minn. 


NORTHERN PACIFIC RAILWAY 
NORTHERN PACIFIC TRANSPORT CO. 
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TOUGH shipping schedule is ahead of you. Responsibility for ward- 
ing off service failures rests squarely on your shoulders! An unex- 
pected “kick” from a customer can very easily place, your firm in an 
embarrassing position—it’s up to you to block loss and damage in ship- 
ment! Get set now by following this simple rule: Ship via Chesapeake 
and Ohio—because this railroad practices Safety First for freight as 
well as passengers. If you need any special coaching just call the rep- 
resentative nearest you! 
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\ Known to thousands of shippers—Panama Dis- 
a ney patch No. 1 stands for fast freight service and 
Key) | dependable on-time arrivals. Note the con- 
( venient example schedules. Post this in your 
shipping room as a ‘must’ for southern ship- 

ments. 


SO ere 1:45 AM Tue. 
Lv. Peoria .. 7:45 PM Mon. 
Lv. Indianapolis. . - 7:00 PM Mon. 
Lv. St. Louis ... 2:00 PM Tue. 
Lv. Louisville...... 7:50 PM Mon. 
Ar. Memphis... . 2:10 AM Wed. 
~~ Ar. Jackson, Miss 3:20 PM Wed. 
Ar. Gulfport .... 7:00 AM Thu. 
Ar. Meridian. . 5:30 AM Thu. 
Ar. Vicksburg . 5:45 PM Wed. 
Ar. Monroe. . . 11:10 PM Wed. 
Ar. Shreveport 4:00 AM Thu. 
Ar. Baton Rouge . 9:50 AM Thu. 
Ar. New Orleans 2:00 AM Thu. 


SHIP VIA 


ILLINOIS CENTRAL SYSTEM 





